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Our Platform 


Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 








RAIL PASSENGER SERVICE 


ERHAPS no editorial that has ever appeared in 

this column has attracted more attention and com- 
ment than the one of January 4 under the caption, 
“Why Railroads Lose Passengers.” Unfortunately, 
most of the letters we have received—especially those 
from railroad men competent to discuss the subject— 
are not for publication. An exception is one from J. B. 
Hill, president of the Louisville and Nashville Railroad 
—and we congratulate him on his willingness to dis- 
cuss the question in the open instead of confining his 
comments to private disagreement. His letter is dated 
January 8. We did not print it last week for the rea- 
son that we were in doubt as to whether it was meant 
for publication. Mr. Hill assures us that it was, so we 
are printing it, and printing it in this column, partly in 
order that what he says may have the same prominence 
as what we say and partly that we may comment fur- 
ther on it by publishing our reply to it and one or two 
additional remarks. Mr. Hill’s letter follows: 
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I like The Traffic World, particularly its editorials, and 
read them each week. Some weeks they seem much better 
than others. Why the editorials can not always be construc- 
tive and stimulating is not evident. It may be that unusual 
demands on the editor have something to do with the failure. 
However, if a journal asks a subscription price, am I not en- 
titled to receive at all times the highest possible standard, 
not only in the physical make-up, but in the matter produced? 
Should not the editor always know what he is expected to pro- 
duce and produce it? Should he not have enough reserve to 
meet all conditions, whether expected or unusual? Or maybe 
I am just plain ignorant about such matters and should be 
cautious, or at least just, in my suggestions. 

The above, and what follows, relate to your editorial “Why 
Railroads Lose Passengers,” in the issue of January 4. I have 
read this two or three times to be sure I understood its point. 

The fact that you express a position with respect to how 
to regain passenger travel does not give your expression eco- 
nomic validity. You may or may not be right. Are you 
enough right, however, to produce a concrete plan, outweigh- 
ing all difficulties and conditions, such as to convince people 
responsible for the financial results of operation that your 
opinion will feasibly produce the results claimed? I am looking 
for such a man and plan. Despite the effort of many intelli- 
gent and experienced men, we have not yet found the complete 
answer. This is what makes the implied slur in your first para- 
graph unappreciated. 

Now about passenger service during the recent Christmas 
holiday season: In this section there was a real emergency. A 
sudden drop in temperature just preceding the holidays brought 
unusual conditions—snow, sleet, a blizzard and a prolonged cold 
spell that had not had its equal in several years. All highway 
travel was almost completely stopped. Air service could not 
be relied upon and the Ohio River here at my door was so 
completely blocked with ice as not only to stop navigation, 
but actually to endanger the vessels tied up. In addition, 
therefore, to what we anticipated, much happened that not 
even the prescience of editors could have avoided. Trains 
were crowded with passengers who could not move otherwise. 
Express and mail were heavy. More cars had to be switched 
in and out. More stops had to be made at more stations. 
In many instances passengers themselves contributed to train 
delays. Things just do not work as well in bitter cold and 
diagreeable weather, and when the unexpected happens greater 
and unusual difficulty ensues in correcting it. In territory as 
far south as Georgia rain steadily froze on telegraph and signal 
wires, until they fell in a heap for miles, turning every signal 
red and cutting off all communications. Trains had to be 
flagged through the territory, consequently all trains passing 
through this region were unavoidably delayed. It was diffi- 
cult to get men and materials to the territory and men worked 
faithfully day and night in the bitter cold to restore the pub- 
lic service. In yards switches were covered with snow and 
were frozen. We could not get them opened with our pens 
operating in steam-heated offices. Men had to go there and 
work with pick and shovel and frozen fingers. Oil and grease 
congealed, and the added cars to trains made them all the 
harder to pull. Locomotives normally sufficient were some- 
times not equal to the conditions. A hundred other things en- 
sued as a result of unusual conditions. But in all of this other 
forms of transportation were too dangerous to use or were 
fully stopped. The railroads reasonably met the situation, 
with many delays, to be sure, but in many instances with trains 
on time, with passengers under all conditions generally com- 
fortable. 

You venture to say many people declare they will not ride 
railroads again. I venture they are even more appreciated. 
You might be right and I might be wrong, but, after all, what 
would be the just position under the circumstances? 
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You say perhaps I am talking about the unusual, while 
you were talking about what usually happens, yet you said 
“the recent Christmas holiday season.” But eliminating the 
unusual and considering the demands at the Christmas season 
under normal weather conditions: Schedules are built up for 
average performance. Heavy mail, heavy express, heavy pas- 
senger travel increase the number of cars to be switched in 
and out, and to pull all of them makes schedule performance 
difficult, and much of the difficulty is in the agencies we can 
not control, without leaving mail, passengers or express. Of 
course, we could avoid much of the delay by buying and hav- 
ing more and heavier passenger engines, or having better and 
more expensive terminal facilities, by having double or triple 
main tracks, by running more passenger trains regardless of 
expense, and doing many other things if we did not have to 
consider the cost. But this considered, an average or moderate 
course must be pursued.- One of the anomalous things in the 
position of the public and our critics is that we must furnish 
sufficient standby service for all peak or unexpected loads, 
but nothing is expected of nor given by our rivals. 

I am not claiming a perfection in railroad management 
or operation. We do fail many times in many ways. Ad- 
mittedly, we do not tell the public enough about the reason- 
able cause of our failures. We let other people tell the other 
side of the story without protest. That’s why I am writing this 
letter to you. Your thought that we should tell the delayed 
passengers and those expecting them the cause of delays, etc., 
is no new thought. That’s why we have bulletin boards at 
stations giving this information; that’s what our information 
bureaus at ticket offices are for. That’s why we try to train 
our train crews to do this particular thing. I was on a train 
on a cold day recently when a knuckle in a drawhead broke 
and the train parted. After waiting a bit and the train 
did not go and no information came back, I went to the head 
end and found several men working in the bitter cold trying 
to solve the problem with the least delay. In the meantime 
the steam condensed in the steam line and froze. More de- 
lay ensued. In the bitterness of that north wind I could not 
complain at the trainmen because they had not come back to 
tell = warm passengers what the trouble was. I did that 
myself. 


Now in all this I am not trying to defend. I am on the 
offensive. I am not trying to be controversial. While we 
railroaders have our many faults, and though I may be a fool, 
I know the men serving with me are not, and I am saying 
that under the conditions they met during the recent Chris- 
tmas holiday season they did a fairly good job and, mind 
you, this fairly good job was done when all other transporta- 
tion agencies had failed. I think if you knew the whole truth 
you would praise and not criticize. However, your editorial 
was stimulating. I am trying to profit by it, as I hope you 
will by this communication I am writing to you. With as- 
surance of esteem, I am 


To this letter the editor of The Traffic World re- 
plies as follows: 


I have your letter of January 8 and appreciate it; it is 
the kind of letter I like to get. That does not mean that I 
think everything you say is correct, but that, at least, you talk 
frankly—as I do. 


In the first place, in the editorial referred to, I was not 
talking about exceptional conditions, such as you use for the 
purpose of illustration, unless seasonably cold weather and 
seasonably heavy traffic constitute exceptional conditions; they 
are not average conditions, to be sure, but they are conditions 
that are to Be expected and that, in my opinion, should be met. 
If the railroads, as you seem to indicate, cannot meet them 
because of the reasons you mention, then my thesis is, of 
course, correct—they have failed to that extent. The concrete 
plan which you suggest I should be able to offer to justify my 
position would seem to be useless, under the circumstances, 
since the railroads know some things that could be done, but 
are deterred by considerations of expense, etc., from doing 
them. 


However, I will suggest this: The railroads should cool 
their passenger trains in hot weather and warm them in cold 
weather; they should go to every possible length to operate 
them on schedule in both cold and warm weather; when they 
are prevented by real emergencies from giving good service 
they should explain to passengers on the trains and to per- 
sons waiting at the terminals to meet them and thus placate 
them; one of the ways of doing this would be to add to the 
station bulletin boards you mention a little real information 
as to how late the train will be and the reason for the delay, 
instead of marking up a long delay twenty minutes or half an 
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hour at a time; they should use their best business judgment, 
of course, in the matter of the rate of fare—and I do not think 
the Commission should interfere with this exercise of judg- 
ment; they should speed up their schedules as much as pos- 
sible. Having done all this—or perhaps more, if they can 
think of other things to do—they should publicize their service 
widely and intelligently. The publicity and advertising should 
be done institutionally—and also by individual railroads in their 
own territories. 

I hope, though you may not approve of the suggestions, 
you will at least consider them “constructive.” Incidentally, 
I have no sympathy with the “‘come back” that criticism is 
not warranted unless it is “constructive.” One who is criti- 
cized never considers the criticism constructive—as witness 
President Roosevelt—and one may know that there is some- 
thing wrong that ought to be corrected without knowing just 
what ought to be done about it. If you are adrift in a leaky 
boat, for instance, and one suggests that a hole should be 
bored in the bottom of the boat to let the water out, you know 
that this ought not to be done though you may not be able 
to suggest any other remedy. 

Of course, I can imagine that, despite the politeness that 
characterizes most of your letter, you really think this is 
just a case of an editor trying to write something about a 
thing he knows little or nothing about. I might suggest, how- 
ever, that, though the wisdom of the editor may be open to 
question, he is just as much interested in proper operation of 
the railroads and their success as you are; however, being an 
outsider, he, perhaps, sees some things that you do not see 
or, at least, will not admit. One of them is the “smugness” 
of the railroads. I wish you could see all the letters I have 
had from railroad people justifying their poor service—and also 
all the letters I have had from others telling me my observa- 
tions accord with their own. By the way, the writers of these 
letters are not just old women who take a trip occasionally, 
but men in the industrial end of transportation who know 
something about travel. 

I apologize for the length of this letter and wish you and 
your railroad a happy and prosperous New Year. 

I am assuming that your letter was not meant for publi- 
cation, but if it was I shall, of course, be glad to print it. 


May we, in addition, point out to Mr. Hill and to 
others who have written us—both for publication and 
otherwise—that the question is not whether other 
kinds of business fail in efficiency in some degree or 
sometimes, or even whether the railroads have ade- 
quate excuse for their failures, to the extent that they 
do fail. It is whether the railroads, in view of the 
kind of service referred to, whether justified or not, 
may expect to increase their passenger business in 
competition with the automobile, private or public. 

We should like further to point out that we are 
not endeavoring to criticise merely because we have 

/ found something that we think may properly be criti- 
cized. Our criticism is meant to be constructive in the 
sense that we are pointing out certain respects in which 
we think or hope the railroads may better themselves 
in the competition for traffic. If they fail to correct 
these conditions, either because they do not think they 
should be expected to correct them or because they 
think it is impossible to correct them, that is their busi- 
ness and their worry—just as it is ours if, as Mr. Hill 
suggests, The Traffic World is not always what it 
should or might be. 

An interesting paragraph in a letter we received 
from another railroad official—not for publication— 
quotes from the Good Book what Christ said about 
letting “him that is among you without sin cast the 
first stone.” That is typical of a good deal that is said 
to us, though all the commentators do not quote the 


Bible—possibly because they are not sufficiently inti- 
(Continued on page 96) 
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Current Topics in 
Washington 





“The writ of certiorari was improvi- 
dently granted and it is dismissed.” Thus 
said the Supreme Court of the United 
States in No. 49, Lee Moor, petitioner, vs. 
Texas and Pacific Railroad Co., January 
13. Thereby it put off the day, which 
many expect soon to come, when the court will use its ax on 
the new deal cotton control act—the twin of the AAA. 


“T pulled a ‘boner,’” is the vernacular equivalent of what 
the court said. But the Supreme Court seldom, if ever, drops 
into such picturesque English. 


But “the writ of certiorari was improvidently granted” is 
not without piquancy. Improvident means being wasteful. 
“Improvidently granted,” referring to the piece of paper called 
a writ, means, “I wasted that piece of paper.” It was wasted 
because the court found, when the case was brought up for 
review from the Circuit Court of Appeals of the fifth circuit, 
that the record was full of holes. So was the court’s time 
taken upon an imperfect thing. It also found that, in refus- 
ing a mandatory injunction, the lower court had shown good 
judicial sense. 


When the Most 
August Tribunal 
Stubs Its Toe 





For years, newspapermen “covering” 
the Supreme Court of the United States on 
days decisions were handed down growled 
because the court did not make it easy for 
them to obtain copies of its opinions. Many 
times only one copy of an opinion—the 
court printer’s galley proof copy—was available for inspection 
and, when a dozen or so correspondents wanted that opinion, 
there was turmoil in the small quarters the court formerly 
occupied. 

At one time the rule was that such a copy of an opinion 
could not be reproduced “in full” in the newspapers but that 
the press must wait for the “true copy,” which became avail- 
able some days later. The reason for that was said to be that 
the court did not wish to be responsible for errors that might 
appear in the galley proof sheets. Several years ago, how- 
ever, the court relaxed a bit and, on special occasions, and, 
later, quite generally, more than one copy of the galley proof 
opinions became available. Still, however, there were not 
always enough copies and it was a case of “first come, first 
served.” 


With its removal into the commodious quarters of its new 


Supreme Court 
Takes Pity on 
Newspapermen 


building across the park from the Capitol, the court relented © 


further with respect to its relations to the press. Quarters for 
the newspapermen were provided. An employe of the court 
—Nelson A. Potter—later appeared to aid them in obtaining 
copies of briefs and other papers desired, and, on Monday, 
January 13, 1936, copies of the court’s opinions of that day 
were ready for the press after the justices had delivered them. 
Newspaper columnists have been poking fun at the court, charg- 
ing it with having appointed a “press agent.” The court, of 
course, has never needed that. The “inside” of the matter is 
that the court finally ruled favorably on “appeals” of repre- 
sentatives of the fourth estate for a little more consideration 
for them on “opinion” days. 





Making a speech at Jacksonville, Fla., 
January 13, enabled Commissioner-Co- 
ordinator Eastman to observe that that 
was the first time he had ever been in 
the state, one of the few he had not vis- 
ited. He also observed that he had often 
had to do with Florida rates in the seventeen years he had 
been a commissioner. 


There may be no connection between the fact that Mr. 
Eastman had never before been in Florida and the truth, put 
out by him in his speech at Jacksonville, that, while he had 
wrestled with Florida rates, they never seemed to be satis- 
factory either to the railroads or to the shippers. But, per- 

ps, the youthful looking Commissioner-Coordinator might 
take a consoling thought from the suggestion that, if he had 


Eastman Not in 
Need of Ponce 
de Leon’s Spring 
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gone to Florida before he wrestled with its rates, one side or 
the other would have been satisfied with them. 





Imagine what would happen in 
this country if, some morning, 
traffic managers of shippers read 
in their papers, without warning, 
that, in sixteen days from that 
time, a five per cent increase in 
freight rates would go into effect on all things except “essen- 
tial foodstuffs.” That is what happened to shippers in Ger- 
many the fourth day of the new year. It was then also an- 
nounced that the higher rates would have to be paid on and 
after January 20, so as to balance some sort of budget. 

They have government ownership and operation in Ger- 
many. There was government operation of railroads in the 
United States in the war period. One day Director-General 
McAdoo announced something important. A few days later, 
according to memory, state commissioners and representatives 
of shippers came to Washington to see Mr. McAdoo about 
the matter. They were told to come back the next day. They 
came back, as told, but they found that the railroad czar had 
gone to White Sulphur Springs for a much needed rest; that 
is, it was presumed that it was much needed. 


At any rate, the state commissioners could go to the 
nice, pleasant health resort if they desired, or take up the 
matter with those they could find in the offices in Washing- 
ton, if the latter would listen. Those who remember that 
incident can imagine that the German shippers must have felt 
much like that when the most recent increase in freight rates 
was announced in Berlin. 


That is, it can be imagined that that is the way the Ger- 
man shippers felt if they ever have had any sort of look-in 
on the making of rates. Possibly rates always have been made 
in that way in the fatherland. Therefore, perhaps, there is 
no such consternation in Germany now as Americans can imag- 
ine there would be if anything akin to such action were taken 
in this country. 


Zip, and Up Go Freight 
Rates in the Land 
of Ja, Wohl 


A report, believed to be fairly ac- 
curate, represents 100 farm leaders 
and members of Congress as planning 
a seven-point legislative drive through 
a loophole in the Supreme Court’s AAA 
decision that will produce the same 
effect as if the AAA had not been found unconstitutional. 
Waiving the moral aspect of supposedly honest men driving 
through a loophole, it may be suggested that, if the consciences 
of the planners have been so seared with desire for plunder 
from the treasury that they will carry out their plan, the cost 
to the American people will be stupendous. 


Millions have already been disbursed under the AAA. 
Debts of half a billion more are still to be paid. Baldly stated, 
the newest proposal, the seven-point loophole scheme, means 
that another unconstitutional plan is to be put into effect. 
Money is to be paid out under the loophole plan. 


“Thou shalt not steal,” perhaps, should be held to mean, 
“Thou shalt not steal except by legislation that a school boy 
should know was in defiance of the law as defined by the 
authority set up by the people.” 


Under pretense that the federal government has been au- 
thorized to regulate agriculture within the states by schemes 
to preserve the fertility of the soil by cutting down acreage 
and production, it is now proposed to accomplish the things 
that AAA was intended to do. So far as known, there is no 
thought that the Supreme Court can be hoodwinked into be- 
lieving this latest scheme is any more constitutional than the 
one it bashed over the head two weeks ago. Seemingly, the 
thought is that the money can be sucked out of the Treasury 
before the processes of the court can stop the looting. 

Thus far, billions have been taken from the Treasury 
under statutes that were denounced, before passage, as un- 
constitutional by lawyers holding all sorts of political beliefs 
and allegiances. The most recent plan seems to many to be 
a deliberate flouting of the Supreme Court. It seems a de- 
liberate bi-partisan scheme to take money from the Treasury 
just as if a majority of the men elected to Congress had no 
sense of decency nor respect for the opinions of those who 
believe the Constitution should be obeyed until it has been 
changed, by the method provided by that instrument itself. 

Men with long experience in Washington affairs recognize 
the fact that much of the agitation that is supposed to dwell 
among the farmers is agitation among the operators of farm 
organizations. The operators have a right to be agitated. 


Callous Consciences 
Likely to Cost 
Americans Billions 
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Destruction of the AAA threatens a large reduction in the 
possible income of the organizations that support them. 





America’s Town Meeting of the 
Air, a Thursday evening radio edu- 
cational affair that is supposed to 
bring instruction to a benighted peo- 
ple, needs a blue pencil man who 
will send out corrections of the errors 
made by the speakers when they talk extemporaneously. The 
broadcasting companies, as a rule, require the things to be 
said over their networks to be written out before spoken into 
the microphone. 

Had that rule been adhered to January 2 it is probable 
that Dr. Arthur E. Morgan, chairman of the Tennessee Valley 
Authority, would have been saved from a bald-faced mis- 
statement, or, if the blue pencil man had been working, he 
would have called immediate attention to Dr. Morgan’s mis- 
statement. According to the report of the broadcast circulated 
by the Town Meeting, Dr. Morgan bemoaned railroad rates 
from Knoxville, Tenn., to the Ohio River and from New York 
to the Ohio River in an effort to show that New York City 
was the den of all wickedness. 

“Does the government control those rates?” asked a man 
in the audience. 

“No, the government should control them, but as in the 
case of the public service commissions—” 

“Doesn’t the Interstate Commerce Commission ?” demanded 

the man who asked the first question. 

“No,” asserted Dr. Morgan, to whom the people of the 
United States pay a salary, “custom controls them. The In- 
terstate Commerce Commission does not.” 

The report shows that that declaration was greeted with 
cries of “No.” That, however, did not feaze Dr. Morgan. He 
stood pat.—A. E. H. 


And the American 
People Pay a Salary 
to Such a Man! 





RAIL PASSENGER SERVICE 
(Continued from page 94) 


mate with it to do so. But we beg to point out that, 
even if one should not cast a stone, the fault at which 
he might wish to direct his aim may, nevertheless, 
exist, and also that, if stone-casting were limited to 
those without fault themselves, nobody could cast one 
but the Christ who suggested a little caution in the pro- 
cedure. What, then, would become of our policemen, 
our prosecutors, and our courts, and how could anyone 
ever call attention to any shortcoming on the part of 
anyone else? The point, we venture to suggest, is not 
who casts the stone, but whether it is cast in the proper 
direction. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended January 11 
totaled 615,028 cars—73,044, or 13.5 per cent, above the pre- 
ceding week, 61,510, or 11.1 per cent, above the corresponding 
week last year, and 57,762, or 10.4 per cent, above the corre- 
sponding 1934 week. Miscellaneous loading totaled 225,725; 
merchandise, 148,446; coal, 152,755; grain and products, 31,775; 
live stock, 14,887; forest products, 26,175; ore, 6,484; coke, 8,781. 

Revenue freight loading the week ended January 4 totaled 
541,984 cars (see Traffic World, January 11), according to the 
Association of American Railroads. All districts reported in- 
creases compared not only with the corresponding week in 1935 
but also with the corresponding week in 1934. 

Loading of revenue freight in 1936 compared with the two 
previous years follows: 
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1936 
541,984 


1935 
497,274 


1934 
ge a Se ere 500,813 

Revenue freight loading by districts the week ended Jan. 
uary 4 for the corresponding period of 1935 was reported as 


follows: 


Eastern district: Grain and grain products, 4,645 and 3,669; live 
stock, 1,169 and 1,363; coal, 32,977 and 29,636; coke, 2,837 and 2,426: 
forest products, 1,557 and 1,392; ore, 395 and 275; merchandise, L. C, 
L., 32,185 and 32,528; miscellaneous, 49,696 and 45,167; total, 1936 
125,461; 1935, 116,456; 1934, 118,553. 

Allegheny district: Grain and grain products, 2,905 and 2,383; live 
stock, 801 and 1,066; coal, 33,710 and 30,151; coke, 3,828 and 2,273; for- 
est products, 630 and 637; ore, 1,190 and 496; merchandise, L. C. L.,, 
22,074 and 23,447; miscellaneous, 42,366 and 35,384; total, 1936, 107,- 
504; 1935, 95,837; 1934, 99,813. 

Pocahontas district: Grain and grain products, 241 and 280; live 
stock, 67 and 79; coal, 32,307 and 26,467; coke, 686 and 579; forest prod- 
ucts, 374 and 436; ore, 49 and 41; merchandise, L. C. L., 4,270 and 
4,268; miscellaneous, 4,536 and 4,522; total, 1936, 42,530; 1935, 36,672; 
1934, 36,229. 

Southern district: Grain and grain products, 1,883 and 1,908; live 
stock, 868 and 867; coal, 20,815 and 16,396; coke, 466 and 282; forest 
products, 5,286 and 5,112; ore, 641 and 340; merchandise, L. C. L,, 
21,460 and 22,634; misceilaneous, 28,020 and 28,819; total, 1936, 79,439; 
1935, 76,358; 1934, 73,420. 

Northwestern district: Grain and grain products, 6,586 and 4,589; 
live stock, 2,605 and 3,270; coal, 8,625 and 8,854; coke, 1,357 and 962; 
forest products, 7,069 and 4,197; ore, 187 and 74; merchandise, L. C. L., 
14,785 and 14,617; miscellaneous, 21,599 and 20,360; total, 1936, 62,813; 
1935, 56,923; 1934, 58,210. 

Central Western district: Grain and grain products, 6,003 and 
5,946; live stock, 4,171 and 5,382; coal, 12,586 and 11,263; coke, 173 
and 184; forest products, 3,219 and 2,107; ore, 1,879 and 932; mer- 
chandise, L. C. L., 19,137 and 18,726; miscellaneous, 31,933 and 28,218; 
total, 1936, 79,101; 1935, 72,758; 1934, 73,127. 

Southwestern district: Grain and grain products, 2,810 and 3,241; 
live stock, 1,333 and 1,802; coal, 5,354 and 4,710; coke, 157 and 177; 
forest products, 3,118 and 2,285; ore, 394 and 291; merchandise, L. C, 
L., .10,163 and 10,270; miscellaneous, 21,807 and 19,494; total, 1936, 
45,136; 1935, 42,270; 1934, 41,461. 


RAILROADS AND INTEREST RATES 


One way the government can help the railroads—‘“without 
loss to the government”—is to help them in getting lower 
interest rates, according to Jesse H. Jones, chairman of the 
Reconstruction Finance Corporation. 

Reiterating the view that “too many of our railroads are 
dominated by bankers whose principal interest in them is to 
take money out of their financing,’ Mr. Jones, in an address 
January 11, at Baltimore, Md., said this was within the law 
“but should not be.” 


In his discussion of interest rates charged railroads, Chair- 
man Jones pointed to the case of the Great Northern from 
which bankers wanted 5 per cent interest and underwriting 
charges in handling the railroad’s one hundred million dollar 
refinancing next July and referred to the offer of the RFC to 
help the road to meet its maturities with 4 per cent bonds. 
This would save the road more than $3,000,000 a year and would 
pay the cost to that road of the social security tax and leave a 
handsome balance, said he. 


Except for the RFC, a 5 per cent rate or even a greater 
rate, would have been imposed on the Great Northern, said he. 

“If a bond is good enough for a banking house to recom- 
mend to its investors at 5 per cent, I fail to understand why 
it is not a better investment at 4 per cent,” said he. “Certainly 
the borrower has a better chance of meeting his payments at 
the lower rate than the high.” 


In discussing his speech at Baltimore Chairman Jones 
said he thought the railroads liked his efforts to obtain money 
at 4 per cent interest and that he thought “the bankers will 
like it after a while.” He emphasized that he had attempted 
to get the bankers to take the Great Northern hundred million 
dollar bond issue on a basis of 4% per cent but said that they 
refused to take it at that rate. 





Revenue Freight Car Loading—Week Ended Saturday, January 4, 1936 


Grain and Live 
grain prod. stock Coal 
1936 25,073 11,014 146,374 
| an ee 1935 22,016 13,829 127,477 
| 1934 23,338 15,617 131,336 
Preceding week Dec. 2 ......... 1935 19,744 9,816 117,574 
Per cent increase over .......... 1935 13.9 14.8 
Per cent decrease under ........ 1935 20.4 
Per cent increase over ........... 1934 7.4 11.5 
Per cent decrease under ......... 1934 29.5 


Per cent to 15 year average (1920-1934 inc.) 74.9. 


Forest Mdse. 
Coke products Ore L.C.L. Miscellaneous Total 
9,504 21,253 4,735 124,074 199,957 541,984 
6,883 16,166 2,449 126,490 181,964 497,214 
7,615 14,865 2,813 134,388 170,841 500,813 
8,560 17,066 3,251 119.514 171,154 466,679 
38.1 31.5 93.3 9.9 9.0 
9 
24.8 43.0 68.3 17.0 8.2 
7.4 
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_ Decisions of Interstate Commerce Commission 





TRUCK COMPETITIVE RATES 


IDWESTERN carriers have obtained fourth section relief 

from the Commission, division 2, in fourth section applica- 
tion No. 15441, class rates in Missouri, Kansas, and Illinois, and 
application No. 15501, to meet motor truck and intrastate rail 
competition (see Traffic World, Jan. 11). Rates for that pur- 
pose are to be made in accordance with a scale published as an 
appendix to the report not herein reproduced but illustrated. 
Carriers authorized to meet truck competition are parties to 
Johanson’s I. C. C. Nos. 2516 and 2603 and Kipp’s I. C. C. No. 
A-2457. The relief granted is to establish less than carload 
rates on articles rated first, second, and third class over routes 
on which carriers have fourth section relief as to class rates. 

Relief is given in fourth section order No. 12162. The car- 
riers are authorized to establish and maintain on the traffic 
mentioned over existing interstate routes over which they have 
relief concurrently in connection with class rates between the 
same points constructed on bases prescribed by the Commis- 
sion, the lowest rates applicable over any route from and to 
the same points constructed on the bases of the proposed dis- 
tance scales set forth in an appendix to this report, and to 
maintain higher rates from, to, and between intermediate 
points, provided, that the present rates from, to, and between 
the higher-rated intermediate points shall not be increased ex- 
cept as hereafter may be authorized by the Commission, and 
shall in no instance exceed the lowest combination of rates 
subject to the act, and provided further, that the rates from, 
to, and between the higher-rated intermediate points shall be 
subject to the same terms and conditions as are now in effect 
with respect thereto under outstanding orders of the Commis- 





sion. Typical rates as shown in the appendix follow: 
Prescribed for western 
Proposed less-than-carload rates trunk-line territory 
(Cents) (Cents) 
Distance -——_—_————Classes Zone I Zone II 
Miles 1 2 4 Class 1 Class 1 
DTS yh. v% Gav o's 30 26 21 17 35 38 
a re 43 37 30 24 48 55 
eae 59 50 41 32 66 75 
6 6 isle @ os sieve 81 69 57 45 88 101 
Ee 95 81 67 52 106 122 
a oe 104 88 73 57 118 134 


SOUTHWESTERN CLASS RATES 


Another revision of class rates, all-rail, to and from the 
southwest, effective not later than May 5, has been ordered by 
the Commission in the Consolidated Southwestern Cases, on 
reconsideration, in accordance with the twenty-second supple- 
mental report, opinion No. 20804, 211 I. C. C. 575-600, written 
by Commissioner Miller. 
pilers how to set up their tariffs. 

This report embraces, upon reconsideration, the proceed- 
ings, except Nos. 15217 and 15231, listed in the first paragraph 
in the margin of the first page of the original report, 123 I. C. C. 
203, so far as they pertain to all-rail rates between the various 
points, and, upon further hearing, Nos. 13535 and 14880, so 
far as they pertain to all-rail rates between Kansas City, Mo.- 
Kan., St. Joseph, Mo., and Atchison and Leavenworth, Kan., on 
the one hand, and points in southwestern territories, on the 
other, together with certain incidental matters. 

The report confines the effect of the changes in the basis 
first class rates to the ten standard classes, leaving the column 
rates on various commodities to be related to the existing first 
class rates. That is believed to be the most important change 
made in respect of the rates themselves. 

Another important change is making the rates subject to 
- western classification instead of to the destination classi- 

cation. 

These changes, it is to be inferred from the recitals made 
by Commissioner Miller, are not reversals of former findings 
but a confining of the findings to the testimony shown in the 
tecord. In other words prescription of the destination classi- 
fication to govern the rates was made without an adequate 
record to support the prescription. The changes are made, to 
& considerable extent, to the representations of the carriers, 

d on allegations that the hearings had not been broad 
enough to warrant some of the things done. The report shows 
the changes that may be made in appendices. For illustration, 
the report shows “first amendment, appendix C (page 676 of the 


The report, in detail, tells tariff com- 





prior of twenty-first supplemental report), eliminate numeral 
foot note reference ‘6’ in connection with rate prescribed for 
application between Ann Arbor, Mich., and Opelousas, La., and 
insert said numeral reference in connection with rate prescribed 
for application between Altoona, Pa., and Opelousas.” 

More than one page of the printed report of the Commis- 
sion under that heading “first amendment, appendix C” is de- 
voted to minute directions, showing the pages on which they are 
to be made, changing, for illustration between Cleveland, O., 
and Beaumont, Tex., a rate of 276 to 275 cents. 

Six pages of like minute directions are set forth in tabular 
form which are called “second amendment, appendix C.” The 
first of the tables in that second amendment, in the first section 
prescribes key rates from and to points in official territory; 
the second table, called section 2, prescribes maximum key rates 
from and to points in southern territory; section 3 of that sec- 
ond amendment to appendix C prescribes maximum key rates 
from and to points in western trunk line territory. 

Fourth section relief, covering the long and short haul 
part of section 4, is given for a period of six months in fourth 
section order No. 12150, provided that the rates from and to 
intermediate points shall not exceed rates constructed on the 
bases prescribed in this report; one of the provisos of the relief 
is that after six months the relief shall not apply to establish 
or maintain rates from or to intermediate points in Missouri on 
direct routes to points in Arkansas, that exceed rates from 
and to such points in Arkansas. 

Relief is also given, for six months to establish rates over 
all routes between points mentioned in the earlier part of the 
relief order, rates on the basis of the aggregate of intermediates, 
provided that the rates from and to the intermediate points 
shall not exceed those prescribed or approved as maximum rates 
for application at such intermediate points and subject to the 
lowest combination limitation, the lowest combination not to 
be exceeded. 

The Commission, in this report, dealt with named commodi- 
ties which had been treated in prior reports, the result of which 
was the elimination of such commodities. Among the commodi- 
ties handled in this report are: Flue dust, consisting of lead and 
zinc combined; refiners’ residual syrup akin to blackstrap 
molasses; certain forms of box material; iron or steel billets; 
and scrap diecast material. 

The nature of the report, except the disconnecting of clo- 
umn rates from class rates, which is shown in the order, is 
indicated by the head notes as follows: 


1. Upon reconsideration, findings in prior report, 205 I. C. C. 601. 
amended (a) to provide that the prescribed all-rail adjustment shall 
be governed by the western classification instead of by destination- 
territories classifications as prescribed in said report; (b) to modify 
authorized addition of 15 miles to distances in excess of 200 miles 
from Houston, Tex., for purpose of grouping that point with Gal- 
veston and Texas City; (c) to provide for grouping of Dallas, Fort 
Worth, and Denton, Tex., under rates between them and key points 
in defined territories; and,(d) with interpretation of prior finding 13 
respecting construction of rates between New Orleans, La., and other 
east-bank Mississippi River gateways, on one hand, and points in 
southwestern zone III, on the other. Otherwise, prior findings affirmed. 

2. Appendix C to prior report amended by substitution of corrected 
first-class key rates for application between certain named points. 

3. Upon further hearing, pursuant to petitions by chambers of 
commerce of St. Joseph, Mo., and Atchison and Leavenworth, Kan., 
for restoration of former rate parity with Kansas City, Mo., to and 
from points in southwestern territories, adjustment prescribed in next 
prior report found to embody lawful rates and relations from and to 
those points. 

4. Findings in original report, 123 I. C. C. 203, and later ones 
amended so far as necessary to authorize elimination of certain com- 
modities from the cases and the publication of reduced rates on cer- 
tain other commodities for application from and to particular points, 
as per amendatory order heretofore entered. 


Commissioner Mahaffie wrote a dissent saying that this 
report went part way in correcting what he considered wrong 
in the twenty-first supplemental report. He added that for rea- 
sons stated in his dissent there, 205 I. C. C. 601, he was unable 
fully to concur in the findings of the majority here. 


SOUTHWESTERN OCEAN-RAIL RATES 


In the twenty-third supplemental report in the Consoli- 
dated Southwestern Cases, on further hearing, written by 
Commissioner Miller, opinion No. 20805, 211 I. C. C. 601-38, 
the Commission has revised the more or less celebrated find- 
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ing No. 11 of previous reports pertaining to ocean-rail rates, 
by eliminating the finding of undue prejudice and preference 
as between northeast Texas cities and the north Atlantic and 
Gulf of Mexico ports. It has prescribed joint through ocean- 
rail rates, shown in an appendix to the report, not herein 
reproduced but described, to be effective not later than May 5. 

This report embraces the following proceedings listed in 
the first paragraph in the margin of the first page of the orig- 
inal report, 123 I. C. C. 203; Nos. 14880 and 15463 and Inves- 
tigation and Suspension Dockets Nos. 2097 and 2271; and also 
embraces No. 23557, Pool Manufacturing Company vs. Central 
Railroad Company of New Jersey et al.; No. Investigation and 
Suspension Dockets Nos. 2097 and 2271; and also embraces 
No. 23557 and No. 26133, Same vs. Same. 

The nature of the report is indicated by the following head 
notes: 


Upon further hearing respecting ocean-rail rates in these proceed- 
ings: 

1. Finding 11 of original report, 123 I. C. C. 203, modified by elimi- 
Mating the finding of undue prejudice and preference as between north- 
east Texas cities and the north Atlantic and Gulf of Mexico ports. 

2. Finding 12 of the original report, to the effect that tariffs nam- 
ing one-factor through ocean-rail rates wihout concurrence of the rail 
lines to the north Atlantic ports were unlawful, affirmed. Petition of 
certain ocean carriers that finding 12 be rescinded denied. 

3. Maximum reasonable ocean-rail rates prescribed in finding 11 of 
the original report changed as indicated. 

4. The prescribed rates are to be governed by the concurrent west- 
ern classification. 

5. Maximum reasonable percentage relations of the several lower 
classes to first class prescribed. 

6. Upon petition of certain ocean carriers, rates to and from New 
Orleans proper eliminated from the findings. 

7. Complaints in Nos. 23557, 26108, and 26133 dismissed. 


The Commission prescribed ocean-rail joint rates over the 
railroad-controlled steamship lines between Atlantic seaboard 
territory and the southwest by the Gulf and south Atlantic 
ports. The Gulf phase of the prescription is divided into two 
parts, one via the New Orleans and the other via Galveston- 
Houston. The new rates are lower than those originally pre- 
scribed, which never went into effect. Class rate percentage 
relationships prescribed in connection with these ocean-rail 
rates are made to conform with the all-rail percentages estab- 
lished in the twenty-second supplemental report pertaining to 
the all-rail class rates. The percentages are to apply to both 
column and class rates. 

As in the all-rail class rate supplemental report, elsewhere 
in this issue, western classification was prescribed to govern 
the rates instead of destination classification. 


In closing its discussion of the issues in this further hear- 
ing proceeding, and in its findings, the Commission said: 


Nothing in the record on further hearing convinces us that we 
should discard the distance principle in prescribing ocean-rail rates 
for application between the territories here considered. It is true that 
we have in certain cases prescribed rail-water rates on the basis of 
fixed differentials below the corresponding all-rail rates. This was done 
in Lake and Rail Class and Commodity Rates, 205 I. C. C. 101, decided 
January 7, 1935. There the general direction of the rail-water routes 
and of the all-rail routes was the same, so that a differential basis, 
while relating the two rate structures directly to each other, neverthe- 
less did not cause the lake-rail rates to depart greatly from the dis- 
tance basis upon which the all-rail rates were fixed. In the instant 
cases the ocean-rail routes through the Gulf ports increase in distance 
toward the north, and those through the south Atlantic ports towar 
the west, while the all-rail routes both from the Middle West and from 
seaboard territory increase in distance generally toward the Southwest. 
From many parts of seaboard territory to the southwestern territories 
the ocean-rail distances increase as the all-rail distances decrease. In 
these circumstances it is obvious that it would be impossible to devise 
any system of ocean-rail rates differentially related to all-rail rates 
which would be reasonable and at the same time nondiscriminatory. 
We are convinced that the only means by which @qual justice can be 
accorded all parties is by the use of a rate structure based primarily on 
distance. However, in arriving at the rates hereinafter prescribed we 
have given consideration also to matters other than distance, including 
transfer services at the port, the ratio of rail to water haul, and to 
the competition of the respective ocean-rail routes with each other and 
with the all-rail routes between the same points. 

In the 1935 all-rail revision changes are made both in the specific 
all-rail rates and in the distance scales upon which the specific rates 
are based. Between trunk-line and eastern defined territories, on the 
one hand, and the Southwest and differential territories, on the other, 
key rates are prescribed in place of the differential and group adjust- 
ments in the original report. These changes have been made on con- 
sideration of the entire record, including a large amount of additional 
evidence introduced at the further hearings in the all-rail cases. A 
somewhat modified form will be employed here. Key points will be 
fixed in the southwestern territories, but in seaboard territory points 
will be grouped according to their distance from the ports. Rates to 
and from points in the southwestern territories other than key points 
are to be made in the manner explained on page 637 of the twenty-first 
supplemental report. Upon consideration of all the evidence bearing 
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on the reasonableness of the rates, including comparisons with port-to- 
port rates and with gther rates on traffic moving wholly or partly by 
water, we conclude that the rates prescribed in the original report were 
generally somewhat higher than reasonable maxima, and that maximum 
reasonable ocean-rail rates for application between seaboard and south- 
ja nana territories will be those prescribed in revised finding 11, which 
ollows: 

11. We find that the through ocean-rail rates, over Gulf of Mexico 
and south Atlantic port routes, between north Atlantic ports and in- 
terior points in trunk-line territory and in eastern defined territory, on 
the one hand, and the complaining cities in northeast Texas, on the 
other, whether published as one-factor through rates or as combina- 
tion rates, considered in their relations to the corresponding rates to 
or from Oklahoma City, Ardmore, Muskogee, Fort Smith, Little Rock, 
Texarkana, and Shreveport, are and for the future will be unduly 
prejudicial to the said northeast Texas cities and unduly preferential 
of the other points named to the extent that such rates from or to 
said northeast Texas cities exceed the corresponding rates from or to 
such other points by percentage differences greater than, or are not 
less than the corresponding rates from or to such other points by differ- 
ences equal in percentage to, the differences to result from respective 
applications of the maximum reasonable rates from or to such points 
set forth in the appendix hereto. 

We further find that the through ocean-rail rates, over Gulf of 
Mexico and south Atlantic port routes, from and to north Atlantic ports 
and interior points in trunk-line territory, in the eastern defined terri- 
tories, and in Virginia and West Virginia, on the one hand, to and 
from points in the Southwest, in Texas and Oklahoma differential ter- 
ritories, and to and from Wichita and Arkansas City, Kans., on the 
other hand, whether published as one-factor through rates or as combi- 
nation rates, are and for the future will be unreasonable to the extent 
that they exceed the maximum reasonable rates hereinafter prescribed; 
that to the extent that such prescribed rates are, or for the future may 
be, higher than the present rates to points in Texas, Oklahoma, Arkan- 
sas, Louisiana, and Kansas the respondents have justified increases in 
the existing rates, but no further; that maximum reasonable first-class 
(column 100) rates over ocean-rail routes from and to points in trunk- 
line territory, in the eastern defined territories, and in Virginia and 
West Virginia, as provided in the appendix hereto, on the one hand, 
to and from the key points in Kansas, in the Southwest, and in Texas 
and Oklahoma differential territories, named in said appendix and 
points grouped therewith, on the other hand, are, and for the future 
will be, the key rates set forth in that appendix: Provided, That where 
a point, important from a commercial or population standpoint, in the 
Southwest is materially more than 50 miles, or in Texas or Oklahoma 
differential territories is materially more than 100 miles, from a more 
distant key point in the general direction of a direct interterritorial 
ocean-rail route to or from such more distant key point, defendants 
shall publish specific key rates to and from such additional point, 
graded in with the prescribed corresponding key rates to or from the 
named key points in the same area; that maximum reasonable class 
and commodity rates on the articles embraced in these proceedings 
from and to the points covered thereby over ocean-rail routes as provided 
in this finding are rates ascertained by applying to the maximum rea- 
sonable first-class rates prescribed in this finding the bases set forth 
in finding 25 of the original report, as amended, and as modified by 
finding 4 of the twenty-first supplemental report, in turn modified by 
the twenty-second supplemental report, and by finding 26 of the original 
report; and that the findings in Rates to Southwestern Destinations, 
supra, to the effect that the ocean-rail rates via Gulf ports should not 
exceed 80 per cent of the combinations on such ports and that such 
rates should include marine insurance, are hereby overruled. 

Under the adjustment above prescribed the rate group in which a 
point in seaboard territory is located is to be determined as to any 
particular traffic by its distance from the port through which the rate 
is computed. For example, a point 150 miles from New York and 250 
miles from Boston would be in group B as to rates via New York and 
in group C as to rates through Boston. Except as provided below in 

/connection with the south Atlantic port routes, we shall not require 
publication of joint rates except through the port or ports through 
which the lowest maximum rates are prescribed. This is not to be 
taken as prohibiting one route from meeting a prescribed lower rate 
over another route, in cases where this can be done without undue 
prejudice or preference without bringing down rates at intermediate 
points to a basis lower than prescribed via any port or route, and 
without tending to break down the rate structure prescribed, as would 
the above discussed proposal of the south Atlantic port routes as to 
rates to Oklahoma and Arkansas. To the latter States and to northern 
Louisiana the prescribed rates via south Atlantic port routes should be 
published, even where they are higher than prescribed rates via New 
Orleans or Texas ports, in order to make available to shippers and re 
ceivers of freight the superior service often afforded by the south At 
lantic port routes. 


If in any instance the ocean-rail basis herein prescribed produces 
a higher rate between any two points than the all-rail rate prescribed 
in the 1935 all-rail revision between the same points no joint ocean-rall 
rate will be required. 

The provision in finding 11 of the original report that rates via 
the Gulf ports should include marine insurance has been withdrawn. 
However, if the rates established in purported compliance with 
this report over either the south Atlantic port routes or the Gulf 
routes are made to include marine insurance, rates over the other 
set of ocean-rail routes should likewise include such insurance. 

On page 378 of the original report is a provision excepting 
from finding 11 ‘‘commodities expressly excepted from the com- 
plaint in No. 14880." The Gulf lines ask that this exception be 
amended to include also ‘‘cotton and cotton linters, cotton grabbots, 
cotton motes, cotton pickings, cottonseed hull fiber or shavings, cot- 
tonseed and products thereof.’’ Cottonseed and cottonseed products 
are expressly excepted from No. 14880. The record does not contain 


the. ¢ 
cities 
unifo 
Guif 
the d 
there 
York 
The 
will | 
presc 
amou 
carloz 
switcl 


Vv 
short 
pleme 
in co 
rates 
tigati 
481, : 
reliey 
depar 


C 
rail r 
ized 
findin 
& S. 
in th 
tweer 
Orlea 
expo! 
Howe 
Court 
prese 
ships 


T 
elimi: 
south 
same 
by t 
ping 
Orlea 
conne 
its rz 
tion, 
grant 

G 
attac! 
comn 
insist 
presc 
ern fj 
3244) 














No. 3 





port-to- 
rtly by 
rt were 
aximum 
i south- 
, which 


Mexico 
and in- 
tory, on 
on the 
ombina- 
rates to 
le Rock, 
unduly 
ferential 
m or to 
m or to 
are not 
yy differ- 
2spective 
h points 


Gulf of 
tic ports 
ed terri- 
. to and 
itial ter- 
, on the 
is combi- 
ie extent 
escribed; 
ture may 
1, Arkan- 
reases in 
first-class 
in trunk- 
‘inja and 
ne hand, 
in Texas 
ndix and 
he future 
iat where 
it, in the 
Iklahoma 
n a more 
erritorial 
efendants 
al point, 
from the 
able class 
oceedings 
; provided 
mum rea- 
set forth 
»dified by 
odified by 
e Ortsinal 
stinations, 
hhould not 
that such 


n which a 
as to any 
h the rate 
k and 250 

York and 
_ below in 
ot require 
s through 
not to be 
lower rate 
out undue 
termediate 
route, and 
, as would 
utes as to 
o northern 

should be 
s via New 
ars and re 
. south At 


d produces 
prescribed 
- ocean-rall 


t rates via 
withdrawn. 
lance with 
r the Gulf 
' the other 
urance. 
excepting 
the com 
‘ception be 
n grabbots, 
avings, cot 
d products 
not contain 








SSS SS The Traffic World 


sufficient evdence upon which to fix a basis of ocean-rail rates on 
cotton. In the proposed report the examiner recommended that 
the requested amendment be made. No exceptions to that proposal 
were received. The provision referred to is hereby amended so that 
the complete paragraph will read as follows: 


-It should be understood that the above revised finding 11 does not 
apply to commodities expressly excepted from the complaint in No. 
14880, or to cotton and cotton linters, cotton grabbots, cotton motes, 
cotton pickings, cottonseed-hull fiber or shavings, cottonseed, and 
products thereof, or to locali or proportional port-to-port rates, with 
or without absorption of switching, terminal, lighterage, car rental, 
trackage, handling, or other charges of rail carriers within the 
switching, drayage, lighterage, or corporate limits of any of the said 
port terminals or districts. 


The present ocean-rail rates here in issue are governed by the 
western classification and that classification was prescribed in the 
original report. No request was made at the further hearings for 
any change in this respect and no evidence indicating the propriety 
of such a change was offered. The rates herein prescribed will be 
governed by the concurrent western classification. 


Finding 4 of the twenty-first supplemental report, as amended 
by the twenty-second supplemental report, fixes the percentage rela- 
tions of the all-rail rates of the lower classes to first-class (column 
100) rates, including a reduction of the western fifth class from 40 
per cent fixed in the first supplemental report to 37.5 per cent. No 
suggestion appears in the record that such percentage relations 
should be different in connection with ocean-rail rates. The evidence 
upon which the change in the fifth-class relation was made appears 
to apply with equal force here. The western percentages prescribed 
in finding 4 will also apply to the first-class ocean-rail rates pre- 
scribed herein. 


At the further hearing the question was raised, whether the pre- 
scribed rates to and from the port groups were to apply to and from 
the docks only or also to and from other points within the port 
cities. The present practices as to deliveries at the ports are not 
uniform. For example, the current carload rates to and from the 
Guif port include certain switching services, varying in extent at 
the different ports. At New York no switching deliveries are made, 
there being no rail connections with the steamship piers in New 
York Harbor. In some cases the New York rates include lighterage. 
The rates prescribed herein to and from the north Atlantic ports 
will apply to and from the docks only. At the Gulf ports we are 
prescribing dock rates and also ‘‘uptown’’ rates, which include 
amounts intended to cover transfer at the docks, as to less-than- 
carload freight deliveries to freight stations, and, as to carload freight, 
switching to or from other points, within the port cities. 


Where southwestern points other than key points are located on 
short or weak lines, as defined in the original report and certain sup- 
plemental reports herein, the arbitraries authorized for such lines 
in connection with all-rail rates may be added in making ocean-rail 
rates to and from such points. Where, in Eastern Class Rate Inves- 
tigation, 164 I. C. C. 314, and in the supplemental report, 171 I. C. C. 
481, short or weak lines were authorized to add arbitraries or were 
relieved from the requirement of establishing joint rates, similar 
departures from the maximum rates herein prescribed may be made. 


Certain of the southwestern rail defendants contend that ocean- 
rail rates through New Orleans should not be permitted to be equal- 
ized with those through Galveston or Houston, in disregard of the 
findings and orders in Galveston Commercial Assn. vs. Galveston, H. 
&S. A. Ry. Co., 100 I. C. C. 110. In the report on further hearing 
in that case, 128 I. C. C. 349, we prescribed rate relationships be- 
tween Galveston and other Texas ports, on the one hand, and New 
Orleans, on the other, in respect of certain commodities in import, 
export, and coastwise movement from and to southwestern points. 
However, our orders in that decision were set aside by the Supreme 
Court, in Texas & P. Ry. Co. vs. United States, 289 U. 
present record does not warrant the establishment of fixed relation- 
thips between the rates through these ports. 


The Gulf linés ask that rates to and from New Orleans proper be 
eliminated from the findings. They urge that New Orleans is in 
southern territory and that competitive conditions there are not the 
same as at Galveston and Houston. This request Was concurred in 
by the New Orleans interests, but was opposed by certain other ship- 
ping interests and by the southwestern rail defendants. While New 
Orleans is an important gateway to the southwestern territories in 
connection with ocean-rail traffic, it is not a southwestern point, and 
its rates are not strictly within the issues. The request for elimina- 
_ a the findings, of rates to and from New Orleans will be 
granted. 


Generally speaking, no evidence was offered at the further hearing 
attacking the percentage relations to first-class rates accorded specific 
commodities in the original report. The Bethlehem Steel Company 
insists that the ocean-rail rates on iron and steel articles originally 
prescribed herein for application from producing points in the east- 
ern part of seaboard terirtory to the southwestern territories (column 
32%) are unreasonable. It contends that its competitors in the Pitts- 
burgh district have access to river barge routes in addition to the 
ecean-rail routes and that Chattanooga and Birmingham competitors 
can reach southwestern destinations by all-rail or river barge routes, 
whereas it and other producers in the eastern part of seaboard terri- 
tory are entirely restricted to ocean-rail routes. The fact, previ- 
ously shown, that the present ocean-rail rates to the southwestern ter- 
ritories are less than the rates prescribed is said to prove that the 
latter were unreasonable. The present rates closely approximate port 
combinations. The ocean factor of these combinations has been 
forced down by the competition of the unregulated lines and rates 
based thereon are not proper yardsticks by which to measure maxi- 
Mum reasonable rates. Upon this record no change will be made in 
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the percentage relation to first class prescribed as a basis for maxi- 
mum reasonable rates on these articles. 


Pool Manufacturing Company Case, No. 23557 


This complaint alleges that the rates on cotton fabrics and cotton 
goods in the original piece, in carloads and less than carloads, from 
points in seaboard territory to Sherman, Tex., are unreasonable, 
unjustly discriminatory, unduly prejudicial, and in violation of the 
long-and-short-haul clause of section 4 of the act. Complainant asks 
for reasonable rates for the future and for reparation. By agree- 
ment of the parties this case was submitted, without hearing, on the 
record made in the instant consolidated cases. It appears that the 
gravamen of the complaint is the relation between the rates to Sher- 
man and rates to other southwestern points. The adjustment pre- 
scribed herein should correct any undue prejudice which may have 
existed and will afford complainant maximum reasonable rates. In 
an extensive adjustment of rates such as this reparation should not 
be awarded except where the rates charged are shown to have been 


grossly excessive. Such evidence is lacking here. The complaint 
will be dismissed. 


Eldorado, Ark., Cases, Nos. 26108 and 26133 


These complaints were filed by the Eldorado, Ark., Chamber of 
Commerce on behalf of shippers and receivers of freight at that 
point. No. 26108 assails the ocean-rail class rates from New York 
and other points in seaboard territory to Eldorado. No. 26133 con- 
cerns the ocean-rail rate on bicarbonate of soda, in carloads, from 
New York to Eldorado. Both complaints allege violations of sections 
1 and 3 of the act. 

At the further hearings in the instant proceedings complainant 
intervened and offered evidence in support of its position. By agree- 
ment of the parties, Nos. 26108 and 26133 were submitted on the 
record in the consolidated cases. The evidence shows that, although 
the ocean-rail distance from seaboard territory over both south 
Atlantic routes and the Gulf route through New Orleans to Eldorado 
is less than to Fort Smith and Texarkana, Ark., the rates are higher 
to Eldorado than to the other points mentioned. While the rates 
are alleged to be unreasonable, the chief cause of complaint is evi- 
dently one of relation. The rates and rate relations herein prescribed 
will afford complainant relief. The complaints will be dismissed. 


Fourth Section 


As in the case of the all-rail rates prescribed in the twenty-first 
and twenty-second supplemental reports, the rates prescribed herein 
are to be established over the most direct workable routes. To the 
extent that defendants desire fourth-section relief, in order to main- 
tain such rates over longer routes, they should file the necessary ap- 
plications in accordance with the fourth section. Such applications 
filed within 90 days after service of this report will be considered 
with a view to the entry of orders similar to those which followed 
service of the original report. 


The appendix prescribing the first class column 100 rates 
between southwestern key points and points in groups A to D, 
inclusive, in Atlantic Seaboard territory show the following 
rates which may be taken as typical: _ 

From group A to Amarillo, Tex., via Galveston or Hous- 
ton, 310 cents, via New Orleans 330 cents, and via south At- 
lantic ports, 330 cents. From group B to Amarillo the rate is 
328 via Galveston or Houston, and 348 via New Orleans and 
south Atlantic ports. From: group C to Amarillo the rate is 
338 via Galveston or Houston and 358 via New Orleans or south 
Atlantic ports. From group D to Amarillo the rate is 348 via 
Galveston or Houston and 368 via New Orleans or south At- 
lantic ports. s 

From group A to Wichita, Kan., the rate is 310 cents via 
Galveston or Houston and 299 via south Atlantic ports, no rate 
being published via New Orleans. From group B to Wichita 
the rate is 328 via Galveston or Houston and 317 via south At- 
lantic ports, no rate via New Orleans being published. From 
group C to Wichita the rate is 338 via Galveston or Houston 
and 327 via south Atlantic ports, no rate via New Orleans being 
published; and from group D to Wichita the rate is 348 via 
Galveston or Houston and 337 via south Atlantic ports, no 
rate via New Orleans being provided. 

Commissioner Mahaffie, concurring in part, said he con- 
curred in the dismissal of the complaint cases disposed of by 
the report and much that was done by way of modifying the 
prior report. But he said that in his judgment, there was no 
warrant in reducing the basis of fifth class rates from 40 to 37.5 
per cent of first class. Nor, said he, was there evidence in this 
record adequate to support an order of the character the 
majority said might be entered hereafter in certain con- 
tingencies. 


GEORGIA FERTILIZER RATES 


Intrastate rates on fertilizer and fertilizer materials, car- 
loads and less than carloads, within Georgia have been con- 
demned by the Commission in No. 26950, Georgia fertilizer and 
materials rates, as resulting in unjust discrimination against 
interstate commerce so far as they are lower than interstate 
rates approved by the Commission in Fertilizers Between 
Southern Points, 113 I. C. C. 389. 
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Findings made by the Commission, says the report writ- 
ten by Commissioner Miller, are without prejudice to the right 
of the authorities of Georgia or any other party in interest 
to apply for a modification of them, and of the Commission’s 
order, if one is issued, as to any specified intrastate rate on 
the ground that the latter is not related to interstate rates 
in such way as to contravene the provisions of the interstate 
commerce act. 

For the present, the Commission said, it would enter no 
order to give effect to its findings, but would leave the mat- 
ter to the railroads and the Georgia commission. It added that 
if the prescribed corrective intrastate rates were not estab- 
lished by January 27 the matter might be brought to its fur- 
ther attention with the view to the entry of an order. The 
report said that Commissioner Caskie did not participate in 
the disposition of this case. 

This proceeding was instituted on petition of the principal 
railroads operating in Georgia to determine whether the rates 
on fertilizer and fertilizer materials which the railroads were 
required by the Georgia commission order, dated February 18, 
1935, and effective March 20, 1935, to maintain and apply on 
the intrastate transportation in Georgia caused or would cause 
any undue or unreasonable disadvantage or prejudice to per- 
sons or localities in interstate commerce and undue or unrea- 
sonable preference of or advantage to persons of localities in 
intrastate commerce, or any undue, unreasonable or unjust 
discrimination against interstate commerce. 

Manufacturers and distributors of fertilizer at Jackson- 
ville, Fla., and Charleston, S. C., and the Atlanta & St. An- 
drews Bay Railway Co., a short line extending from Panama 
City, Fla., to Dothan, Fla., Commissioner Miller said, sup- 
ported the attack made on the order of the Georgia commission. 

Georgia, the report said, was one of the largest users of 
fertilizer in southern territory. It obtained the greater por- 
tion of its supply of fertilizer from plants within the state, 
of which there were 162 in 1934, situated in 95 cities and 
towns throughout the state. Fertilizer plants at points in ad- 
jacent states, Commissioner Miller said, also supplied a sub- 
stantial part of Georgia’s requirement. The intrastate rates 
in Georgia, the report said, were on the same basis as the 
interstate rate for almost eight years prior to March 20, 1935, 
the level having been fixed in Fertilizers Between Southern 
Points, supra. There were some exceptions. 

In the order of March 20, 1935, the Georgia commission 
prescribed two sets of distance scales, the first set providing 
one scale for carload and a higher one for less than carload 
single-line and joint-line application over what were designated 
as “class A” railroads, and the second set providing respec- 
tively higher corresponding scales for what was designated as 
“class B” railroads, the respective differences between the cor- 
responding rates in the twu sets to accrue wholly to the class 
B roads. The intrastate bases applied for distances up to 460 
miles. The reduction in state rates was about 27 per cent. 


_ The intrastate rates on fertilizer and fertilizer materials 
in Georgia, Commissioner Miller said, were lower than the in- 
terstate rates for corresponding distances and other portions 
of southern territory and lower than the intrastate rates in any 
other state in that territory. 


The ten principal class I railroads estimated that by reason 
of the lower intrastate carload rates their gross revenues would 
be reduced $216,000 a year. The estimated total reductions, 
exclusive of 14 short or weak lines, Commissioner Miller said, 
aggregated in excess of $222,000 a year on the basis of ton- 
nage handled in 1934. The railroads in their testimony showed 
rates of return on their investment of 0.64 per cent in 1932, 
1.83 per cent in 1933, and 1.72 per cent in 1934. 


Commissioner Miller said that in the transportation of fer- 
tilizer and fertilizetf materials some competition was met by 
the railroads from motor trucks. He said there was no affir- 
mative evidence that truck competition would be increased if 
the intrastate rates were advanced to the level in effect im- 
mediately prior to March 20, 1935. The railroads said that 
they had not regained any of this traffic from trucks under the 
reduced intrastate rates. The testimony of their traffic officers, 
said Commissioner Miller, was that they confidently expected 
that the entire amount of the revenue reduction under the 
intrastate rates would be regained if those rates were restored 
to their former level. 


Commissioner Miller, on the question of undue prejudice 
and preference, said there was no substantial evidence that 
interstate shippers at points outside of Georgia had been ad- 
versely affected by the disparities between the interstate and 
state rates. 

The Georgia commission in defense of its order, Commis- 
sioner Miller said, contended, in substance, that the railroads 
had not proved their case; but that, if the Commission found 
otherwise, the interstate rates were unreasonable, and con- 
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versely that the intrastate rates prescribed by it were rea- 
sonable for application to this traffic. 


In prescribing the interstate rates for the removal of the 
unjust discrimination the Commission said it gave full weight 
to the value of the service, having found that “upon sound 
economic grounds fertilizer is a commodity which should be 
leniently treated in distributing the burden of freight transpor- 
tation.” The quoted language is taken from the Commission’s 
report in Fertilizers Between Southern Points, supra. In dis- 
posing of the case the Commission said: 


In determining whether the intrastate rates result in unjust dis- 
crimination against interstate commerce the essential question is, 
whether those rates contribute a fair proportionate share of the reve. 
nues required to maintain respondents, or whether the application 
of those rates imposes a substantial burden upon the interstate traffic 
of respondents. The record shows that the intrastate rates are sub- 
stantially lower than either the interstate or intrastate rates on the 
same commodities throughout southern territory as well as the rates 
on these commodities in other territories; that the per-car earnings 
thereunder are less than those on a number of low-grade commodities; 
that the reduction in respondents’ revenues under those rates will 
in the aggregate exceed $224,000 a year; and that substantially the 
entire amount of such reduction will be regained by respondents 
if the intrastate rates are increased to the level in effect immediately 
prior to March 20, 1935. These and the other facts previously dis- 
cussed fairly establish that the effect of the application of the reduced 
intrastate rates is and will be to impose a substantial burden on inter- 
state commerce and that traffic moving under those rates does not 
and will not contribute a fair share of the revenues required to main- 
tain respondents. 


The record establishes, and we find, that the interstate rates on 
these commodities to and from Georgia are just and reasonable. We 
find that if the intrastate rates in Georgia on fertilizer and fertilizer 
materials included in this proceeding are increased to the level of 
the interstate rates prevailing throughout the south and herein found 
reasonable it will result in increased revenue to the carriers concerned. 
The record further establishes, and we find, that intrastate traffic 
in Georgia moves under substantially the same circumstances and 
conditions as does the interstate traffic to, from, and through that 
state. 


We further find that the evidence is not sufficient to establish 
that the relation between the intrastate and interstate rates results 
in undue preference and prejudice as between persons or localities 
in intrastate and interstate or foreign commerce. 


We further find that the maintenance of intrastate rates in 
Georgia on fertilizer and fertilizer materials included in this pro- 
ceeding, in carloads and in less than carloads, on a lower basis, dis- 
tance for distance, than the corresponding rates, not exceeding those 
herein found reasonable, concurrently maintained and applied to the 
interstate transportation of these commodities to and from points in 
Georgia results, and will for the future result, in unjust discrimina- 
tion against interstate commerce. 





LIVESTOCK LOADING CHARGES 


The Commission, by division 3, in I. and S. 4120, loading 
and unloading charges on live stock, in a report written by 
Commissioner Miller, has found not justified the proposed 
restriction in the number of points at which the loading and 
unloading of ordinary live stock in carloads would be absorbed 
or not collected as being manifestly in violation of section 
15 (5). The proceeding has been discontinued. The proposal 


j was to reduce from 92 to 46 the number of public stock yards 


where the free unloading would be done throughout the whole 
country, and from 42 to 24 in the western district. The re- 
striction was proposed by parties to Toll’s I. C. C. No. 1352. 


GEORGIA EMERGENCY CHARGES 


The Commission, in No. 26992, emergency freight charges 
within Georgia, has found that intrastate rates and charges 
on class and commodity traffic required by the authority of 
that state through failure of its commission to authorize appli- 
cation of emergency charges corresponding to those author- 
ized and maintained on interstate traffic to result in unjust 
discrimination against interstate commerce. 


The condemnation runs to the charges on all traffic ex- 
cept crushed stone, sand, gravel, and similar articles taking 
the same rates. The Commission said an order would be en- 
tered requiring the removal of the discrimination unless the 
Georgia commission notified it on or before January 25 that 
it would promptly permit the increases required. It added that, 
if an order was necessary it would be issued on or imme- 
diately after that date and would require the establishment 
of increased rates on short notice. 


The Commission denied a motion of the Georgia com- 
mission to vacate the order of investigation and to discontinue 
the proceeding of jurisdictional grounds as well as by invoking 
established principles of comity. 
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COMMISSION REPORTS 


Ice 


. No. 26949, Sussex Milk & Cream Co., Inc., vs. Erie et al. 
By division 3. Cars, ice, Maplewood, Pa., to Stillwater, N. J., 
delivered in March, 1932, found to have been misrouted by the 
Erie. Applicable rate over the route that should have been 
used found to have been $1.39 a net ton. That rate found un- 
reasonable to the extent it exceeded $1.13. Reparation 
awarded. 

Tobacco 


Fourth Section Application No. 15628, tobacco to Dallas 
and Fort Worth, Tex., embracing also fourth section application 
No. 15674. By division 2. By fourth section order No. 12164 
carriers parties to J. E. Johanson’s I. C. C. No. 2474, applicants 
in No. 15628, authorized to establish a rate of $1.15 a 100 
pounds, on smoking tobacco, cigarettes (tobacco with paper 
wrappers), and plug tobacco, in straight or mixed carloads, 
minimum 36,000 pounds, over routes over which class rates 
named in Johanson’s I. C. C. No. 2474 apply, from Richmond 
and Petersburg, Va., Winston-Salem, Reidsville and Durham, 
N. C., to Dallas and Fort Worth, Tex., and to maintain higher 
rates from and to intermediate points, provided that such latter 
rates shall not be increased except as may be authorized by the 
Commission, and shall in no instance exceed the lowest com- 
bination of rates subject to the act. Relief prayed in No. 15674, 
as to rates from Louisville, Ky., and St. Louis, Mo., denied. The 
Commission said the purpose of the relief sought from the Caro- 
linas and Virginia was to meet competition of the truck-water- 
truck and rail-water-rail movement from those origins by way 
of Norfolk, Va., in connection with steamers of the Southern 
Pacific Steamship Lines (Morgan Lines), Lykes-Coastwise Line, 
and Southern Steamship Company, without reducing the rates 
at intermediate points. Practically all the movement, said the 
report, was over the water routes. It said the rate of $1.15 
was 10 cents higher than the competitive rail-water-rail rate. 


Bituminous Coal 


No. 14661, Southwestern Interstate Coal Operators’ Asso- 
ciation et al. vs. Arkansas Western et al. Supplemental report 
of Commission. By the Commission. On further consideration, 
former reports, 89 I. C. C. 73, 113 I. C. C. 161, outstanding orders 
modified to exempt C. R. I. & P. from compliance therewith 
with respect to maintaining rates to Atchison, Kan., related to 
rates to St. Joseph, Mo. The proceeding involves rates on 
bituminous coal from mines in Kansas, Missouri, Arkansas and 
Oklahoma to St. Joseph, Mo., and Atchison, Kan. The C. R. I. 
& P. by the previous orders was required to maintain rates to 
Atchison not exceeding those contemporaneously maintained to 
St. Joseph. The modification was sought by the Rock Island, 
due to a fourth section situation, to the end and that it might 
participate in rates and traffic to St. Joseph. Due to the fourth 
section situation the Rock Island, said the report, did not par- 
ticipate in rates on the traffic involved to either St. Joseph or 
Atchison. 

Fire Brick 


No. 26813, Denver Fire Clay Co. vs. A. T. & S. F. et al. 
By division 3. Dismissed. Rates, fire brick and fire clay, 
Denver, Colo., to points in California, Idaho, Nevada, Oregon, 
Utah, and Washington, not unreasonable or otherwise unlawful. 


Coal 


Fourth section application No. 15970, coal from Bucksport, 
Me. By division 2. Maine Central and Canadian Pacific au- 
thorized, in fourth section order No. 12166, to establish a rate 
not less than $1.51 a long ton over their lines through Matta- 
wamkeag, Me., coal ex-water, Bucksport, Me., to Brownville 
Junction, Me., and to maintain higher rates at intermediate 
points, the authorized rate being the same as that contempo- 
raneously maintained over the Bangor & Aroostook from 
Searsport, Me. The authority granted to maintain higher rates 
to intermediates does not include points as to which the dis- 
tance from Burksport does not exceed the distance from Sears- 
port to Brownville Junction over the direct line of the Bangor 
& Aroostook. The permission covers both anthracite and 
bituminous coal. 


Sand, Gravel and Stone 


No. 21894, Lehigh Stone Co. vs. B. & O. et al. By division 

Supplemental report on reconsideration. Findings in prior 
report, 169 I. C. C. 334, with respect to rates, sand, gravel, 
and crushed stone, Lehigh, McCook, Bellewood, Joliet, and 
Plainfield, Ill., and certain origins in Indiana to destinations 
im so-called areas A, B, C, and D in northern Indiana modified 
by eliminating St. John, Ind., as a representative destination 
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in area A. St. John, the report said, was listed as a repre- 
sentative point in area A in error. 


BELLEVUE & CASCADE ABANDONMENT 


The Commission, by division 4, in Finance No. 10815, Belle- 
vue & Cascade Railroad Co. abandonment, has authorized that 
carrier to abandon its entire line, a narrow gauge, extending 
from Bellevue to Cascade, Ia., a distance of 35.7 miles. The 
road was formerly operated by the Chicago, Milwaukee, St. 
Paul & Pacific. The Commission permitted that carrier to ban- 
don its operation in March, 1933. The present company bought 
the abandoned line for $18,000, payable in equal monthly in- 
stallments of $150, with interest at the rate of 5 per cent on 
the unpaid balances. Opposition to abandonment was shown 
by various interests and by the Iowa commission. The ap- 
plicant’s endeavor to operate its railroad at a profit, the Com- 
mission said, had been a failure from the beginning. Daily 
service was rendered until December 8, 1934, when, said the 
Commission, an axle broke on its old steam locomotive. The 
applicant had no money to repair the locomotive, said the Com- 
mission, and it was unable to get credit for that purpose. How- 
ever, the report said, operations were continued by means of 
light gasoline locomotives, but that the service was irregular 
and unsatisfactory. The report shows net deficits to have 
resulted from the operation in 1933 and succeeding years. The 
testimony showed, the Commission said, that the farmers had 
ceased to ship livestock over the applicant’s railroad because 
of inability to recover damages in event the livestock was in- 
jured or killed in transit. The Commission said that while 
there could be no doubt that shippers and receivers of com- 
modities, such as coal, clay products and forest products, would 
be inconvenienced by the abandonment, the record showed that 
the general public was not interested in its preservation. 


DISMEMBERMENT OF THE M. & ST. L. 


The Commission, in one order in Finance No. 10947, appli- 
cation of Associated Railways Co. for authority to acquire the 
lines of the Minneapolis & St. Louis Railroad Co., to operate 
portions thereof, to abandon certain other portions thereof, etc., 
has permitted a long list of communities and institutions inter- 
ested in the proposal to divide the Minneapolis & St. Louis 
among the organizers of the Associated Railways Co., to inter- 
vene in the proceedings and be treated as parties thereto. The 
interventions allowed in that order are: 

Town of Ayrshire, Iowa; Terril Commercial Club. Com- 
munity Club of New Prague; Monterey Commercial Club of 
Monterey, Minn.; City of Minneapolis, Minn.; Clemons Com- 
munity Club; Saint Paul Association of Commerce; Board of 
Supervisors in and for Franklin County, Ia.; Dunnell Com- 
munity Club and the Dunnell Business Men’s Association; Busi- 
ness Men’s Club of Gilmore City; Merchants’ Exchange of St. 
Louis; Rembrandt Commercial Club of Rembrandt; committee 
representing the Town of New Sharon; Taintor, Lynnville, 
Sully, Killduff and Newton: the London Mills Farmers’ Coop- 
erative Co., Inc.; the Wood Lake Commercial Club; Community 
Club of Ruthven, Ia.; Central Minnesota Protective Association; 
Ormsby Community Club of Ormsby, Minn.; Waseca American 
Legion Commercial Club: Omaha Bank for Cooneratives; Asso- 
ciation of Shippers of Klossner; county of Nicollet; state of 
Minnesota; Village Council; the City of Peoria, and E. N. Wood- 
ruff, Mayor of Peoria, Ill.; County of Brown, state of Minnesota; 
the Community Club of Mallard; Estherville Chamber of Com- 
merce, and Chamber of Commerce of Storm Lake, Ia. 


OLD ROAD GIVES UP FIGHT 


The story of a losing fight between one of the old rail- 
roads of the United States on the one side and nature and gov- 
ernment competition on the other is outlined in Finance No. 
11069, application of Henry S. Fleming and Henry B. Curtis, 
coreceivers of the Louisiana Southern Railway Co., for au- 
thority to abandn both operation and line of 6.5 miles of a 
branch extending from Reggio to Shell Beach, La. The Louisi- 
ana Southern at present operates from New Orleans to Pointe- 
a-la-Hache, La., with a branch from Poydras Junction to Shell 
Beach, a distance of 15.6 miles. It is part of that branch the 
receivers desire to abandon. 

Construction was begun at Poydras landing on the Missis- 
sippi River in 1837 and completed to Proctors Landing on the 
shore of Lake Borgne. That part of the road is now the Shell 
Beach branch of the Louisiana Southern. The branch is 15.605 
miles long. 

Canal trouble began for the branch in about 1889 when 
a canal was constructed from Lake Borgne to the Mississippi 
River at Violet, La. A number of years later, according to 
the trustees, Louisiana, with the aid of the federal govern- 
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ment, constructed another canal between the Mississippi River 
and Lake Pontchartrain, known as the Industrial Canal, at a 
cost of approximately $20,000,000. The construction of these 
two canals, says the petition, has made it possible to reach 
territory adjacent to Lake Borgne by water much more cheaply 
than by rail transportation. The trustees say that when sugar 
cane ceased to be a major crop in the territory served by the 
part of the line marked for abandonment the territory reverted 
to wild swamp land and the planters and inhabitants drifted 
elsewhere. It is not anticipated, says the application, that 
there will be any material development in the territory between 
Shell Beach and Reggio, La., within any reasonable length of 
time. Furthermore, it is anticipated that should any such de- 
velopment occur, say the receivers, water competition will pre- 
clude any sizable volume of traffic moving by railroad. The 
receivers and directors say they feel it is not fair to the bal- 
ance of the railroad to continue to carry the burden of taxes 
and other costs on this particular stretch. They say that the 
mileage in question has not been productive of enough revenue 
even to pay parish and state taxes. 

As to the struggle with nature the application says that 
as the road extends parallel to the Mississippi River its his- 
tory shows that the operation of the line up to the time of the 
building of the Bonnet Carre Spillway north of New Orleans, 
has been a constant battle against the Mississippi River, due 
to crevasses, both natural and artificial. The artificial crevasse 
of 1927, created to relieve pressure on the levees north of New 
Orleans, seriously affected the industries then located along 
the line of the railroad. A large paper mill, alcohol plant 
and asphalt refinery all ceased operations within a short time 
thereafter. 

As part of the picture the receivers made recitals about 
projects for railroad building in the territory made famous 
by Jackson’s victory in 1815, beginning with charters for rail- 
roads issued as early as 1830 to the Pontchartrain Railroad, 
4.56 miles long, built in 1831 and 1832 from Pontchartrain 
Junction in New Orleans to Milneburg, on Lake Pontchartrain, 
both points now being within the city limits of New Orleans. 


MILWAUKEE EQUIPMENT LOAN 


The Reconstruction Finance Corporation, according to 
Chairman Jones, has under consideration a proposal made by 
H. A. Scandrett, president of the Chicago, Milwaukee, St. Paul 
& Pacific, looking to the making of a loan to that company for 
the purchase of equipment. The chairman indicated the RFC 
would be willing to lend up to $12,000,000 for the purchase 
of equipment by the Milwaukee. 


‘MAINE CENTRAL FINANCING 


Chairman Jones, of the Reconstruction Finance Corpora- 
tion, under date of January 15, wrote E. S. French, president 
of the Maine Central Railroad, approving a proposal of bankers 
to handle Maine Central bonds on a 4 per cent interest basis. 
The chairman in his letter said: ‘ 


Your letter of this date, advising us that a group of bankers 
headed by Kidder, Peabody & Company, have offered to purcahse 
such of your first mortgage collateral trust 4 per cent bonds, due 
December 1, 1945, as are not taken under your plan of exchange, by 
holders of your first and refunding mortgage bonds, due December 
1, 1935, at par and accrued interest, less a distributing charge of 1% 
per cent, or a net price to you of 98% for the bonds, has been con- 
sidered. 

You state that you would like to accept their offer if it meets 
with our approval. 

On July 3, 1935, we wrote you offering to finance the purchase of 
not to exceed $13,946,097 of your 4 per cent, ten-year sinking fund 
bonds, to be secured by a first mortgage on the principal part of your 
owned lines. Approximately $2,425,000 of this money was to be used 
to pay your present indebtedness to the RFC. 

We have been glad to assist and cooperate with you in meeting 
this maturity, but feel that the offer by your bankers is reasonable, 
and it is entirely agreeable with this corporation for you to deal with 
the bankers, relieving us of the necessity of taking any of the new 
bonds, and paying your present indebtedness to us of $2,424,663.10. 

I am glad to say to you that reports we have received about your 
road and its improved earnings confirm our confidence in your secur- 
ities, evidenced at the time we agreed to assist you in meeting this 
maturity. 


UNCONTESTED FINANCE CASES 
Report and certificate in F. D. No. 11011, West River Railroad 


Company et al. abandonment, permitting the West River Railroad 
Company and James G. Ashley, lessee, to abandon, as to interstate 
and foreign commerce, the entire line of railroad of the former in 
Windham county, Vt., approved. 

Report and certificate in F. D. No. 11018, Carlton & Coast Rail- 
road Company abandonment, permitting the Carlton & Coast Rail- 
road Company to abandon part of its line of railroad to Yamhill 
county, Ore., approved. 

Report and certificate in F. D. No. 11021, Central Railroad Com- 
pany of New Jersey abandonment, permitting the Central Railroad 
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Company of New Jersey to abandon a line of railroad in Cumberland 
county, N. J., approved. 

Report and certificate in F. D. No. 10940, Pacific Coast Railway 
Company abandonment, permitting the Pacific Coast Railway Company 
to abandon part of a line of railroad in Santa Barbara county, Calif, 
approved. 

Report and order in F. D. No. 11047, Hoboken Manufacturers’ 
Railroad Company note, granting authority to issue a 6 per cent 
promissory note in the face amount of not exceeding $298,040.41, to 
repay advances made by Seatrain Lines, Inc., and to retire a certain 
matured note, approved. 


PENNSYLVANIA BONDS SOLD 

“The Pennsylvania Railroad Company secured 4 per cent 
serial bonds purchased by the Reconstruction Finance Cor- 
poration from PWA and offered by the corporation at public 
auction on January 9, have been awarded to Halsey, Stuart and 
Company, Inc., at $1,035.47 a thousand,” says the RFC. “The 
face amount of the bonds was $30,800,000 and the sale price 
$31,892,000, a net premium of $1,092,000.” 


A. C. & Y. TRUSTEE 
The Commission has ratified the appointment of William L. 
Day as additional trustee of the properties of the Akron, Can- 
ton & Youngstown Railway Co. and the Northern Ohio Rail- 
way Co., debtors, by an order entered in Finance No. 9923, 
Akron, Canton & Youngstown Railway Company and Northern 
Ohio Railway Company reorganization. 


PETITIONS FOR REHEARING, ETC. 

No. 26454, Northwestern Turkey Growers’ Association vs. B. & O, 
et al. Complainant’s supplemental petition asks for reconsideration 
by the entire Commission of the decision of division 5. 

No. 25761, Traffic Bureau—Lynchburg Chamber of Commerce vs. 
Cc. & O. et al., and a sub number thereunder, The Kinnier Co., Inc., 
et al. vs. Same. Motion of complainant asks for leave to have the 
order of the Commission corrected. 

No. 25761, Sub No. 1, Kinnier Co., Inc., et al. vs. C. & O. et al. 
Complainant’s supplemental petition asks for reopening for the pur- 
pose of stipulating certain evidence in another proceeding herein. 

No. 13413 and Sub No. 20-2, in the matter of automatic train stop 
devices. Illinois Central asks that order of January 14, 1924, as 
amended, be modified, so far as it affects petitioner, to permit opera- 
tion by petitioner of certain unequipped locomotives from the un- 
equipped Albert Lea district over 5.6 miles of the equipped Waterloo 
district between Cedar Falls and West Waterloo, Ia. 

No. 24641, Union Asphalt Co. vs. C. R. I. & P. et al. Southern 
carriers ask for modification of order to permit establishment of 
water-truck competitive rates on liquid asphalt from Louisiana origins 
to Wilmer, Ala., without corresponding modification of rate from 
El Dorado, Ark. 

Finance Nos. 10400 and No. 10488, in the matter of the petition 
of the Baltimore & Ohio for authority to assume obligation and 
liability of $1,900,000, principal amount, of its four per cent equipment 
trust certificates, series ‘‘H.’’ Baltimore & Ohio Railroad Co. asks for 
modification o: the Commission’s orders of June 30, 1934, so that the 
applicant may waive its right to redeem the certificates before maturity 
= requested by the Federal Emergency Administrator of Public 

orks. 

No. 17000, part 7, grain and grain products in the western district. 
Merchants’ Exchange of St. Louis, Mo., in a supplemental petition, 
asks for relief from the imposition of the 14 cent minimum inbound 
pad on grain, reshipped from St. Louis to Oklahoma, Texas and 
southern Arkansas under proportional rates. 

No. 23279 and Subs. 1 and 2, Joseph Denunzio Fruit Co. et al. vs. 

JA. T. & S. F. Petition of defendants for reopening and reconsidera- 
tion on the present record or review of the record de novo. 

No. 26660, The Shelt Co., Inc., vs. B. & O. et al. Petition of de 
fendants for reopening and reconsideration by the entire Commission. 

No. 26870, A. E. Meyer & Co. et al. vs. A. C. L. et al. Complain- 
ants petition for reopening, reargument and reconsideration. 

I. & S. No. 4126, In Re Transcontinental Traffic routed via Bieber, 
Calif. Petition of Wenatchee Valley Traffic Association and Growers 
& Shippers of North Central Washington, Inc., for the setting aside 
of the order of Division 3 of January 2, setting aside as of January 
14 its order of August 7, suspending the operation of certain sched- 
ules, and for reconsideration by the entire Commission. 

No. 12244 and No. 14321, Corporation Commission of Oklahoma 
et al. vs. A. & S. et al. Defendants’ petition for vacation of orders 
covering minimum weight on hay, from northeastern Oklahoma points 
to north Texas points. 

1. C. C. No. 17000, part 7, rate structure investigation, grain and 
grain products within the western district. Merchants’ Exchange of 
St. Louis, Mo., ask that the decision, reported in 205 I. C. C. 301, be 
reconsidered and amended for the purpose of clarifying the rate 
situation on grain and grain products, carloads, from Iowa to St. 
Louis. 

1. C. C. No. 17000, part 8, rate structure investigation, cotton seed, 
its products, and related articles. New Orleans Joint Traffic Bureau 
has filed a motion to deny in part or to assign for hearing and in- 
vestigation petition of southern, southwestern, and western trunk lines, 
filed by F. A. Leland, in their behalf. 

No. 25785 and sub-numbers, A. S. Nowlin & Co. et al. vs. Chesa- 
peake & Ohio et al. Complainants ask for further consideration on 
the record with respect to rates from C. & O. mines to stations on 
the N. & W., Martinsville and north. 

No. 25943, Adolf Gobel, Inc., vs. Baltimore & Ohio et al. Complain- 
ant’s second petition asks for reopening for consideration by the en 
tire Commission. 
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Proposed Reports in I. C. C. Cases 





GRAIN TO MISSISSIPPI 


| ehttaet that there was transportation by barge on the 
Mississippi River which could not be ignored, Examiner J. 
Edgar Smith, in No. 27028, Meridian Grain and Elevator Co. 
et al. vs. Chicago, Burlington & Quincy et al., and No. 27038, 
Attala Milling & Produce Co. vs. Same, has recommended that 
those complaints be consolidated with No. 17000, part 7-A, 
grain and grain products southern territory rates. This con- 
solidation is recommended on the examiner’s conclusion that 
changes in rates on grain and grain products from Missouri 
River and Mississippi River crossings to Jackson, Meridian, 
Laurel, Durant and Kosciusko, Miss., as desired by the com- 
plainants, could not be made without readjustments of rates to 
the southeast. 

The complaints bring in issue, as to their lawfulness, rates 
to the interior Mississippi points mentioned that are higher 
than the rates to New Orleans, La., and Natchez and Vicksburg, 
Miss., points with which they compete. The complainants allege 
that by reason of the rates prescribed by the Commission in 
Grain and Grain Products, 205 I. C. C. 301, to Memphis, Vicks- 
burg, New Orleans and other east-bank Mississippi River cross- 
ings, they have been placed at a disadvantage; and that the 
new alignment of rates results in rates to interior Mississippi 
cities, and to complainants, which are unjust, unreasonable, 
unduly prejudicial and in violation of the long and short haul 
part of section 4. 

From April 1, 1922, to July 1, 1935, the basis of rates re- 
mained practically unchanged. In 1922, the Commission put 
rates in the Mississippi valley on a “dry land’ basis. That.was 
done because it had found, in Rates to, from and Between 
Points South of the Ohio River, that for all practical purposes 
river competition, which had been used as a reason for low 
rates to and from points in the valley, was not then controlling. 
In bringing his report to a conclusion, Examiner Smith said: 


West of the Mississippi valley is a great river; on that river there 
is now barge transportation which can not be ignored; and east of the 
Mississippi valley territory there is the great southeastern territory. 
No change can be made in the rates to complaining points without 
readjusting the rates to many southeastern points. Such a readjust- 
ment might relieve complainants from a few of their present disad- 
vantages. It would result in a prejudgment of matters that are now 
before the Commission. Complainants seek to have the low propor- 
tional rates prescribed for application on grain and grain products 
from Mississippi and Missouri River crossings to east-bank Mississippi 
River points extended to apply to interior Mississippi valley points. 
The rates prescribed in Grain and Grain Products, supra, are based 
upon a destination group adjustment and the proportional rates which 
complainants seek to have established from Omaha to Jackson and 
Meridian now apply to Texas destinations from thee Panhandle across 
the entire state of Texas and part of Louisiana to the Mississippi River., 
The circumstances and conditions under which this large group adjust- 
ment was established are peculiar to the west and do not find a paral- 
lel anywhere in the south. Grain is not produced in the southwest; it is 
produced in the south. Certain lines operating in Texas and Louisiana 
have rails which reach the large corn and wheat belts of the North- 
west. But, with the exception of the Illinois Central, this is not true of 
rail lines serving the Mississippi Valley or the southeast. Transporta- 
tion burdens are distributed differently in the two territories and 
there should be no extension of the western rate adjustment to the 
Southeast until after the Commission is apprised of all the facts per- 
taining to the rate situation there. The Commission has pending be- 
fore it another branch of its General Investigation, No. 17000. This 
is known as Rate Structure Investigation, Part VII-A, Grain and Grain 
Products Southern Territory Rates. It is recommended that these com- 
plaints be consolidated with that investigation, along with other com- 
plaints and proceedings now or hereafter to be joined therewith. 


VIRGINIA VEGETABLE RATES 


A general overhauling of previous work of the Commission 
as to rates on vegetables from North Carolina and Virginia 
points of origin to northern and southern destinations, is pro- 
posed by Examiner R. M. Brown, in No. 23818, State Corpora- 
tion Commission of Virginia vs. Pennsylvania et al., and cases 
joined with it (see Traffic World, January 11). The cases joined 
with it are No. 24881, Carolina Shippers’ Association, Inc., et al. 
vs. Norfolk Southern; No. 25441, Same vs. A. C. L. et al.; No. 
25695, Same vs. Same; No. 26989, Same vs. Pennsylvania et al.; 
No. 27021, Same vs. Norfolk Southern et al.; No. 27023, Same 
vs. A. C. L. et al.; and fourth section application No. 15908, 
vegetables, southern Virginia to official territory. 

Examiner Brown, on further hearing, in these cases has 





recommended that findings in the former report, 208 I. C. C. 347, 
that rates on specified vegetables, from origins in Virginia to 
destinations in official and southern territories were unreason- 
able, has been modified in part and that new rates be pre- 
scribed. 

Rates on potatoes on the basis of 32.5 per cent of first class 
are recommended from the territory in Virginia on and north of 
the line of the Norfolk & Western from Norfolk to Bristol, 
Va., including also the line of the Virginian and that part of 
Virginia heretofore defined as southwestern Virginia to destina- 
tions in official territory. To points south of that line he recom- 
mends rates on that percentage basis plus distance arbitraries. 
It is believed that these data regarding rates on potatoes indi- 
cate the character of Examiner Brown’s recommendations on 
what is believed to be the bulk of the traffic. 

Examiner Brown recited the history of the controversies 
with which the Commission dealt in former reports and said 
that rates were established February 22, 1935, in purported 
compliance with an order for the future. He said the record 
was exhaustive and that it was impracticable to discuss all the 
various representations made by the parties and of the evidence 
which had been introduced by them. Adequate consideration, 
he said, however, was given to those matters considered 
controlling. 

The case has been set for argument at Washington Febru- 
ary 20. Exceptions to Brown’s proposed report are to be filed 
not later than February 3 and replies thereto not later than 
February 15. In disposing of the matter, the examiner said 
ya Commission should make findings and give instructions as 

ollows: 


1. That the assailed all-rail rates from Virginia origins on and 
north of the line of the Norfolk & Western from Norfolk to Bristol, 
Va., including also the line of the Virginian and that portion of the 
state heretofore defined as southwestern Virginia, to destinations in 
official territory will be unreasonable for the future to the extent that 
they may exceed the following bases: 

Percentage of 
corresponding 


present Minimum 
Vegetables first-class rate Pounds 
White potatoes and sweet potatoes.......... 32.5 30,000 
Cabbage, rutabagas without tops, and 
re re fr err 35 24,000 
Cucumbers and eCggplant..........ccccoctvcceces 47.5 24,000 
Tomatoes, peppers, string beans, and peas... 50 20,000 
NENT IIR, SENN os secivve te. w-aieis'v-wa.dieiewae ate bans 50 17,500 
ial sin ea ants cin an rixeie oe Cade ews ek's 50 16,000 


2. That the assailed all-rail rates from Virginia origins not cov- 
ered by the preceding finding, except those from points on the line 
of the Norfolk Southern, to destinations in official territory will be 
unreasonable for the future to the extent that they may exceed the 
bases prescribed in that finding plus the respective arbitraries set 
forth in the following table for the distances south of the aforesaid 
Norfolk & Western-Virginian dividing line: 

Cucumbers, egg- 
. plant, tomatoes, 


Cabbage, ruta- peppers, spin- 

Distance White potatoes bagas without ach, kale, let- 

and sweet tops, and onions tuce, string 

potatoes without tops beans and peas 

Cents Cents Cents 

25 miles and under.... 2 3 4 
50 miles and over 25.. 3 + 4 5 
Over 50 miles ........ 4 5 6 


In establishing rates in conformity with this finding the lowest 
through rate shall be applied which can be computed via any of the 
following gateways: Norfolk, Suffolk, Jarratt, Alberta, Meherrin, 
Brookneal, Altavista, Roanoke, and Bristol, Va. 

3. That the assailed all-rail rates from Virginia origins on the 
line of the Norfolk Southern to destinations in official territory will 
be unreasonable for the future to the extent that they may exceed 
rates prescribed on like traffic from Norfolk by more than 3 cents on 
white potatoes and sweetpotatoes, 4 cents on cabbage, rutabagas with- 
out tops, and onions without tops, and 5 cents on cucumbers, egg- 
plant, tomatoes, peppers, spinach, kale, lettuce, string beans, and peas. 
These bases include arbitraries for the Norfolk Southern, to accrue 
solely to that defendant, of 2 cents on white potatoes and sweet pota- 
toes, 3 cents on cabbage, rutabagas without tops, and onions without 
tops, and 4 cents on the other vegetables named. 

4. That the assailed all-rail rates from Virginia origins on the 
eastern shore, as heretofore defined, to destinations in southern terri- 
tory will be unreasonable for the future to the extent that they may 
exceed the bases prescribed on this traffic in the former report in 
No. 23818, 208 I. C. C. 347, except that rates on kale shall be the 
same as those on spinach. 

5. That the assailed all-rail rates on spinach, kale, rutabagas 
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without tops, and onions without tops, in carloads, from Virginia 
origins on and south of the aforesaid Norfolk-Bristol line, including 
origins in southwestern Virginia as heretofore defined, to destinations 
in southern territory will be unreasonable for the future to the ex- 
tent that they may exceed percentages of corresponding present first- 
class rates, and minimum weights, as follows: 42.5 per cent on spinach 
and kale, minimum 17,500 pounds, and 32.5 per cent on rutabagas 
without tops and onions without tops, minimum 24,000 pounds. If 
any of these present first-class rates from or to points on the Norfolk 
Southern do not include the full L-2 arbitraries authorized in the 
southern class-rate revision, such arbitraries may be added in com- 
puting rates on these vegetables, the resulting arbitraries to accrue 
solely to that defendant. 

6. That the rates assailed in Nos. 24881, 25441, and 25695 on pota- 
toes, in carloads, from North Carolina origins to destinations in official 
territory and Wisconsin and to Lexington, Ky., will be unreasonable 
for the future to the extent that they may exceed the rates prescribed 
in the former report in No. 24881, 205 I. C. C. 54, except that the 
rates herein prescribed on like traffic from directly intermediate Vir- 
ginia origins shall be observed as minima, except that rates to des- 
tinations in Maine shall include arbitraries for the Bangor & Aroostook 
on the same level as those which would apply if the traffic originated 
in Virginia, and except that the rates to central territory and Wis- 
consin shall be constructed in the same manner as those to destina- 
tions in trunk-line territory. In establishing rates to these territories 
the lowest Q-1 formula rates shall be applied which can be computed 
via any of the following gateways: Norfolk, Suffolk, Jarratt, Alberta, 
Meherrin, Brookneal, Altavista, Roanoke, and Bristol, Va. 

7. That the rates assailed in Nos. 24881, 25441, and 25695 were 
unreasonable in the past to the extent that they exceeded the re- 
spective bases for reparation prescribed in the former report in No. 
24881, 205 I. C. C. 54, minimum 30,000 pounds. 

8. That the rates assailed in No. 26989 on potatoes, in carloads, 
from North Carolina origins to destinations in official territory were 
unreasonable in the past to the extent that they exceeded the respec- 
tive bases for reparation prescribed in the former report in No. 24881, 
205 I. C. C. 54, minimum 30,000 pounds. 

9. That the rates assailed in Nos. 27021 and 27023 on potatoes, 
in carloads, from origins in North Carolina to Harlan, Middlesborough, 
Lexington, and Louisville, Ky., were unreasonable in the past to the 
extent that they exceeded 32 per cent of the corresponding first-class 
rates in effect when the shipments moved, minimum 30,000 pounds. 

10. That complainants in Nos. 26989, 27021, and 27023 made ship- 
ments as described and bore the charges thereon; that they were dam- 
aged in the amount of the difference between the charges borne and 
those which would have accrued at the rates found reasonable in find- 
ings numbered 8 and 9; and that they are entitled to reparation, with 
interest. Such complainants should comply with rule V of the Rules 
of Practice. The statements filed thereunder may include shipments 
made by W. A. Brock and W. A. Brock, Jr., during the pendency of 
the proceeding in No. 26989 and should be accompanied by proof in 
affidavit form that these complainants paid or bore the charges on 
such shipments. If defendants object to proof in this manner, a fur- 
ther hearing may be requested. To the rates herein found reasonable 
on sweet potatoes should be added any emergency charges in effect 
when the shipments moved from point of origin. 

In determining rates in accordance with the foregoing findings the 
shortest routes shall be used over which carload traffic can be moved 
without transfer of lading. Resulting fractions less than 0.5 cent shall 
be dropped and all others shall be increased to the next whole cent 
in each instance. If defendants desire to establish origin groups of 
reasonable extent, other than those provided by the present class 
rates or other than provided herein with respect to rates from the 
eastern shore to southern territory, this may be done provided the 
rates established from such groups represent a fair average of the 
rates from the respective group points. 

The record, as in the former proceeding, does not support a find- 
ing in No. 23818, with respect to rates on various vegetables, includ- 
ing carrots, onions with tops, cauliflower, asparagus, radishes, col- 
lards, beets, squash, green corn, turnips, and escarole. Defendants 
should establish reasonable rates on these and other vegetables pro- 
duced in Virginia and not covered by the findings. Such rates should 
be reasonably aligned with the rates herein prescribed and should be 
established contemporaneously with the prescribed adjustment. 

Any-quantity and package rates should be eliminated from de- 
fendants’ tariffs and a basis per 100 pounds established on all vege- 
tables. Where commodity rates are applicable which are lower than 
the maximum rates herein prescribed, defendants may continue such 
lower rates in effect but should state them in amounts per 100 pounds 
where they now apply per package. Reasonable rules governing ship- 
ments of vegetables in mixed carloads, substantially the same as those 
applicable in the southeast, and reasonable estimated weights should 
also be provided. No affirmative findings are warranted in these 
respects but it is inferable from the record that all parties favor 
such changes. 

Former findings in these proceedings, to the extent that they may 
be inconsistent with the conclusions stated in this report, should be 
reversed. Outstanding prior orders should be vacated and new or- 
ders entered in conformity with the findings herein. 





STATUS OF SALT LAKE & UTAH 

Examiner Earl M. Steer, in Railway Labor Act docket 
No. 13, Salt Lake & Utah Railroad Co., has recommended that 
that carrier be found not to be a street, interurban or suburban 
electric railway within the exemption proviso in section 1 of 
the railway labor act, as amended June 21, 1934. The pro- 
ceeding was instituted at the request of the National Media- 
tion Board to determine whether the carrier in question was 
exempt from the labor act. The examiner said that for many 
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years this railway’s passenger revenue was slightly greater 
than its freight revenue but that in recent years approximately 
85 per cent of its revenue had been derived from freight. In 
1934, the examiner said, the passenger revenue was $63,731 
and the freight revenue was $337,443. The examiner said 
that in all the Commission’s decisions dealing with the status 
of electric railways, it had never found one which derived so 
large a proportion of its revenue from freight as this one did 
to be an interurban railroad. 


PROPOSED REPORTS 


Anthracite Coal 


No. 26878, Long Island Coal Merchants’ Association, Inc., 
et al. vs. Long Island et al., a sub-number, Queens-Bellaire 
Coal Co., et al. vs. Same, and No. 27073, Laurelton Fuel & 
Supply Co., Inc., vs. Same. By Examiner J. P. McGrath. Rates, 
anthracite, from the anthracite regions of Pennsylvania to vari- 
ous destinations on Long Island, N. Y., with certain exceptions, 
the examiner said, should be found not to have been shown 
to have been or to be unreasonable or unduly prejudicial. He 
said the Commission should find that the rates assailed to 
Forest Hills, Richmond Hill, St. Albans, Springfield Gardens, 
Queens Village, Floral Park and Creedmoor would be un- 
reasonable to the extent they might exceed $3.23 a gross ton. 


Asphaltum Lubricant Scrap 


No. 27128, Mirific Products Co. vs. B. & O. By Examiner 
L. H. Dishman. Dismissal proposed. Rate charged, carload, 
asphaltum lubricant scrap, Parkersburg, W. Va., to Canton, O., 
shipped in September, 1933, the examiner said, had not been 
proved unreasonable. 


Topless Onions 


No. 27065, E. H. Kingman Co. vs. N. Y. N. H. & H. et al. 
By Examiner Leland F. James. Dismissal proposed, on a find- 
ing that the rate on onions without tops, carloads, origins in 
Colorado to Boston, Mass., on shipments between January 5 
and October 7, 1932, had not been proved unreasonable. 


Fiber Conduits 


No. 27094, Line Material Co. vs. A. C. & Y. et al. By 
Examiner George Esch. Dismissal proposed. Rates, fiber con- 
duits, carloads, Barton, Wis., to points in Illinois, central freight, 
trunk line and New England territories proposed to be found 
not to have been unreasonable. The complaint filed August 
10, 1935, alleged rates charged were in violation of sections 
1 — 3. Reasonable rates for the future and reparation were 
sought. 


Shellac Gum 


No. 27069, United States Shellac Importers’ Association, 
Inc., vs. B. & O. et al. By Examiner C. W. Griffin. Examiner 
proposes that the Commission find not unreasonable the official 
classification rating, shellac gum, less than carloads, but find 
the carload rating unreasonable to the extent it may exceed 
fourth class, minimum 30,000 pounds. 


Coke 


No. 27061, Holly Sugar Corporation vs. A. T. & S. F. et al. 
by Examiner Frank C. Weems. Dismissal proposed. Rates, 
coke, Milwaukee, Wis., to stations in Colorado and Wyoming 
and to Sidney, Mont., and from Duluth, Minn., to Sidney, pro- 
posed to be found not unreasonable. 


Sulphuric Acid 


No. 27020, Price Chemical Co., vs. L. & N. et al. By Ex- 
aminer John McChord. Dismissal proposed. Rates, sulphuric 
acid, carloads, Copper Hill, Tenn., to Louisville, Ky., proposed 
to be found not unreasonable but in violation of the long and 
short haul clause of section 4. The rate on sulphuric acid 
from Copper Hill to Louisville, Ky., and to New Albany, Ind., 
the latter a more distant point, McChord said, was the same, 
namely, $3.70 a net ton without any additional charge for 
switching at New Albany, while there was a switching charge 
of $3.60 at Louisville for delivery on the tracks of the Penn- 
sylvania after the line haul, while there was no switching 
charge by either of the two carriers involved at New Albany. 
The examiner referred to this difference in charges as a tech- 
nical violation of section 4. He said the evidence did not 
show that the complainant had incurred any damages by rea- 
son of the fourth section violation and that therefore reparation 
should be denied. 

Potatoes 


No. 27003, Joseph Papania & Co., vs. A. C. L. et al., and 


a Sub.-No. thereunder, W. T. Sistrunk & Co. vs. Norfolk 
Southern et al. By Examiner John McChord. Rates, potatoes, 
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Mt. Olive, Warsaw and East Alliance, N. C., to Lexington, 
Ky., proposed to be found unreasonable on shipments made 
in June, 1933, to the extent they exceeded 54 cents d 100 
pounds from Mt. Olive and Warsaw and 51 cents from East 
Alliance. Reparation of $209.30 proposed. 


Zinc Battery Shells 


No. 26966, General Dry Batteries, Inc., vs. C. & E. I. et 
al. By Examiner R. G. Taylor. Dismissal proposed. Fourth- 
class rates applicable on zinc battery shells, carloads, minimum 
30,000 pounds, Danville and La Salle, Ill., and Muncie and 
Industry, Ind., to Cleveland, O., not shown, says the exam- 
iner, to have been unreasonable or otherwise unlawful. 


Cotton Factory Sweepings 


No. 26848, Meyer Burstein & Sons vs. A. & W. P. et al. By 
Examiner L. H. McComber. Dismissal proposed. Rates 
charged, cotton factory sweepings and/or cotton waste, other 
than manufactured or packing waste, on shipments on and 
after January 12, 1933, points in southeastern and Carolina 
— to Neenah, Wis., proposed to be found not unrea- 
sonable. 


Cast Iron Pipe 


No. 25084, Kansas City Pump Co. et al. vs. Alton et al. and 
No. 25189, Kansas City Gas Co. vs. A. G. S. et al. By Ex- 
aminer C. J. Peterson. Dismissal proposed. On rehearing, 
rate charged shipments of cast iron pipe and fitting, carload, 
points in Alabama and Chattanooga, Tenn., to points within the 
Kansas City, Mo.-Kan., switching district proposed to be found 
to have been applicable and not unreasonable or otherwise 
unlawful. The examiner proposed a modification of the find- 
ings in the original report, 204 I. C. C. 467, under which divi- 
sion 2 had awarded reparation. The awards were based on 
the idea that shipments had moved through Sheffield, Mo. The 
examiner said that under a strict construction of a provision 
of the fourth section, none of the shipments moved through 
Sheffield or were there interchanged. In the circumstances, 
he said, it was unnecessary here to pass on a question whether 
a varying reciprocal switching charge that was not absorbed 
constituted a factor within the meaning of the aggregates of 
intermediate provision of the fourth section. 


Steel Containers 


No. 24790, Alemite Corporation vs. B. & O. et al. By 
Examiner Harold M. Brown. Examiner recommends that the 
Commission award $5,469.19 with interest to the complainant, 
which he said was an undisclosed principal in shipments made 
by the Niles Steel Products Co. of steel containers, rates on 
which were found unreasonable in former report, 195 I. C. C. 
248 and 203 I. C. C. 265. 


COPPER RANGE REORGANIZATION 


Modification of the plan of reorganization submitted by 
the Copper Range Railroad Company in Finance No. 10810, the 
proceeding involving reorganization of that company under the 
federal bankruptcy act, has been recommended by the Bureau 
of Finance of the Commission in a proposed report. Approval of 
the plan as modified by the bureau is recommended. 

The bureau said the debtor’s present outstanding bonded 
indebtedness amounted to $2,100,000 of 5 per cent first mortgage 
bonds, with annual intérest charges of $105,000. It said no re- 
duction in the principal amount of the bonds was proposed by 
the debtor under its plan but that it did propose to eliminate all 
fixed interest charges, interest to be paid on substitute bonds 
only if earned and to be noncumulative. 

The bureau said it would appear that the interests of the 
debtor’s bondholders and of the debtor would be best served 
by a reorganization providing for the exchange of the existing 
bonds of the debtor for preferred stock. In presenting its 
modification of the debtor’s plan, the bureau said: 


The exchange should be on the basis of 10 shares of preferred 
Stock, $100 a share par value, for each $1,000 par value bond. The pre- 
ferred stock should provide for the payment of an annual 5 per cent 
dividend from the date of issue, the dividend to be noncumulative. 
Provisions should be made that the preferred stock and the right to 
dividends therein shall have a preference on the debtor's earnings ahead 
of the common stock and the right to dividends thereon, and a prefere- 
ence amounting to its par value on the assets of the debtor ahead of 
the common stock in case of the future liquidation of the debtor's 
business, and shall be redeemable at par in whole or in part at any 
time after its issue. A further provision should be made that any net 
income of the debtor in any year, equal to or less than 5 per cent of 
the par value of the authorizeed preferred stock, remaining after pay- 
ment of any dividend for the year on such preferred stock, shall be set 
aside in a fund to be used for the redemption of preferred stock, and 
for no other purpose. Such requirement should not preclude the debt- 
or’s directors from setting aside in the fund for redemption of pre- 
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ferred stock more than the percentage stated. However, the authority 
of the board of directors to declare or pay dividends on the common 
stock should be restricted so as to preclude such dividends until all 
the preferred stock has been redeemed and retired. Net income should 
be computed according to the accounting rules of the Interstate Com- 
merce Commission. The preferred stock should have equal voting power 
and privileges with the common stock in the election of directors and 
other administrative matters. The debtor’s articles of incorporation 
should be further modified to specifically provide that no mortgage may 
be placed on its property without the consent of the holders of two- 
thirds of its outstanding preferred stock. 

In addition to preferred stock, the holder of each $1,000 par value 
bond should receive 5 shares of common stock, $50 a share par value, 
to be issued by the debtor. For this purpose, the Coppeer Range Com- 
pany should surrender to the debtor 11,400 shares of the debtor’s com- 
mon stock. The par value of the debtor’s common stock should be re- 
duced from $100 to $50 a share, as proposed in the debtor's plan. * * * 

Under the foregoing modification of the debtor’s plan there would 
result (1) an elimination of all funded debt; (2) an issue of $2,280,000 
of 5 per cent noncumulative preferred stock of $100 a share par value; 
and (3) an issue of $1,000,000 of common stock of $50 a share par value. 


M. & ST. L. ABANDONMENT 


A recommendation that the Commission permit the receiv- 
ers of the Minneapolis & St. Louis Railroad Company to aban- 
don operation of the portion of a branch line extending from St. 
Benedict to Algona, in Kossuth county, Ia., has been made by 
Examiner J. S. Prichard in a proposed report in Finance No. 
10911. 

The receivers asked permission to abandon the line from 
Corwith to Algona, Ia., about 15 miles long, but at the hearing 
the part of the application requesting permission to abandon 
the part between Corwith and St. Benedict, approximately 6.6 
miles, was withdrawn and as to that part of the application the 
examiner has recommended dismissal. 

Owing to the general use of motor trucks the applicants 
said that, for a number of years, the segment from St. Benedict 
to Algona had failed to earn operating expenses. 

Rich Point, said to contain four inhabitants, according to 
the report, was the only community that would be left without 
rail transportation facilities if the segment were abandoned. 

Due to the fact that there was pending before the Commis- 
sion the application of the Associated Railways Company, Inc., 
seeking authority to acquire certain parts of the M. & St. L., 
and to abandon other parts, and the Chicago Great Western 
seeking authority to acquire from the Associated the portion of 
the line extending from Hampton through Corwith and St. Bene- 
dict to Algona, approximately 59 miles, the examiner said the 
permission should be restricted for the present to abandonment 
of operation of the line between St. Benedict and Algona so 
that in the event of approval of the plan presented in Finance 
No. 10947, the Associated application, the line to Algona might 
be found intact. 


LOANS TO RAILROADS 


Chairman Jones, of the RFC, said January 14 that all the 
interested parties had virtually agreed on a reorganization plan 
for the Chicago and Eastern Illinois. He made public a letter 
to the chairman of the board of that carrier offering, on be- 
half of the RFC, in aid of reorganizing the company, to buy 
$2,736,000 of new first mortgage four per cent bonds of the 
reorganized company to refund outstanding six per cent con- 
solidated bonds and ap additional amount of the new bonds 
to satisfy the claim of the RFC against the Chicago and 
Eastern Illinois. 

Further details in respect to the offer of the RFC to 
take all or any part of the proposed Great Northern hundred 
million dollar four per cent bond issue were considered in a 
conference between Chairman Jongs and President Kenney, of 
the Great Northern. Chairman Jones said the next move 
would be the filing of an application by the company with 
the Commission. 

Supplementing his letter of December 15 to Mr. Kenney, 
of the Great Northern (see Traffic World, Dec. 21, p. 1068), 
Chairman Jones said that, subject to the approval of the Com- 
mission, it would be satisfactory if: 


(a) The new bonds referred to in my said letter are made to ma- 
ture July 1, 1946, although dated prior to July 1, 1936; (b) The call 
price thereof is 105 through July 1, 1941; 103 for the next three years; 
101 for the next one year; and at the principal amount for the last 
year, together with accrued interest in each case; (c) In lieu of a sink- 
ing fund the railway company agrees with us that if $20,000,000 prin- 
cipal amount of the new bonds are not converted on or prior to ma- 
turity its presently existing funded debt, plus any additional funded 
debt created with Interstate Commerce Commission approval for addi- 
tions and betterments, extensions and acquisitions of property, will be 
or will have been reduced $20,000,000 (including within such $20,000,000 
any reduction which has occurred by exercise of conversion privileges) ; 
(d) Two series of said bonds are provided, one convertible into stock at 
40 and the other convertible into stock at 75; and (e) In lieu of notify- 
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ing us by April 1, 1936, of the amount of bonds that you will be likely 
to call upon us to take, you will do so 75 days after the plan has been 
approved by the Interstate Commerce Commission. 


With respect to the reorganization of the C. & E. I., Chair- 
man Jones said the need of that carrier was not for new cash 
but to rearrange its indebtedness. He said the carrier had about 
a million dollars in cash on hand and that that was all it needed. 
This was in answer to a question as to whether the RFC would 
lend the carrier cash. In his letter to Kenneth D. Sterre, chair- 
man of the C. & E. I. board, Mr. Jones said the new issue of 4 
per cent first mortgage bonds shall mature in ten years and 
shall be limited in authorized principal amount to $15,000,000.” 
The bonds would be callable at 103 in the first five years, at 
102 in the next three years, and at 101 in the remaining two 
years, and the income, according to the Jones letter, of the 
reorganized company available for fixed charges “shall be dis- 
tributed” as follows: 


(a) To the payment of interest on the new first mortgage bonds; 
(b) To the creation of an additions and betterments fund amounting 
to not in excess of 2 per cent of the gross annually, but in any event 
not in excess of $500,000 at any time unexpended in the fund; (c) To 
the creation of a non-cumulative sinking fund for the new first mort- 
gage bonds amounting to 1 per cent per annum of the bonds of said 
issue, the bonds purchased to be kept alive in the sinking fund and to 
carry interest; (d) To the payment of interest on the new 5% non- 
cumulative convertible income bonds, issuable in exchange in part for 
the outstanding general mortgage bonds of the railway company; (e) 
To the creation of a non-cumulative sinking fund for the income bonds 
above described, amounting in each year to the difference between $200,- 
000 and the amount paid into the sinking fund for the new first mort- 
gage bonds. 


The RFC offer to the C. & E. I. was further conditioned 
“upon a voting trust being created for the voting stock of the 
reorganized company to run ten years and to have three vot- 
ing trustees, one named by us, who shall have the right to 
approve three directors out of 13, one named by the holders of 
the new income bonds, who shall have the right to approve five 
directors out of 13, and one named by the old stockholders, who 
shall have the right to approve five directors out of 13.” 

In Finance No. 9275, The Greene County Railroad Co. of 
Georgia, has asked for extension of a loan for $6,000 from the 
RFC to be paid off at the rate of $2,000 a year beginning 
January 17, 1937. 

In the four years the Reconstruction Finance Corporation 
has been in existence it has disbursed in loans to railroads 
$487,216,824, or on an average of around $122,000,000 a year. 
Repayments have amounted to $90,966,963. Authorizations have 
been made for loans totaling $494,375,728, and in addition the 
corporation has approved in principle loans in the amount of 
$175,766,764 on the performance of specified conditions. 

The status of RFC railroad loans at the beginning of this 
year was as follows: 

Authorizations 
Canceled or 


Authorized Withdrawn Disbursed Repaid 

Aberdeen & Rockfish 

Metirend Co. ..... 2... a $ 127,000 $ 18,000 
Alabama, Tennessee & 

Northern Railroad 

2. St ae See | aa er eee -< baste cas 
Alton Railroad oo en OL 2,500,000 605, 367 
Ann Arbor Railroad Co. 

a eT * «sano 634,757 34,757 
Ashley, Drew & North- 

ern Railway Co. ..... 400,000 _~—s.... 400,000 50,000 
Baltimore & Ohio Rail- 

a 77,125,000 $ 14,600 77,110,400 12,144,900 
Birmingham & South- 

eastern Railroad Co. . a Le 41,300 5,300 
Boston & Maine Railroad 7,569,437  ...... ST.  -sceos nak 
Buffalo, Union-Carolina 

0 aa 53,960 Seen hevechesen  § wéevauer 
Carlton & Coast Rail- 

PEG eps ckes ceeayy 549,000 13,200 535,800 9,077 
Central of Georgia Rail- 

SN ge eas weGas bs Raneeee .. | weaves 3,124,319 230,028 
Central Railroad Com- 

pany of New Jersey . 500,000 35,702 464,298 464,298 
Chicago & Eastern Iili- 

nois Railroad Co. ... eee” —  weh<te 5,916,500 155,632 
Chicago & North West- 

ern Railroad Co. ..... 46,589,133 1,000 46,588,133 3,938,000 
Chicago Great Western 

ol Be ee See” —iCs cw 1,289,000 838 
Chicago, Milwaukee, St. 

Paul & Pacific Railroad 

ls. Wesnwivesh unetowe 12,000,000 500,000 11,500,000 538 
Chicago, North Shore & 

Milwaukee Railroad 

Sy +06 vi viwh wks weews bss i Perer en. \<steeeus 
Chicago, Rock Island & 

Pacific Railway Co. .. 13,718,700 _.......... eo eee 
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Cincinnati Union Termi- 


TE Sunc cp See wee 
Colorado & Southern 
DE EOD. cnvccnede 


Columbus & Greenville 
ee MO owen aca es 
Copper Range Railroad 
0 MS er a ae ae 
Denver & Rio Grande 
Western Railroad Co. 
Denver & Salt Lake 
Western Railroad Co. 
Erie Railroad Co. ...... 
Eureka-Nevada Railway 
er Rae 
Florida East Coast Rail- 
way Co. (Receivers) . 
Fort Smith & Western 
Railway Co. (Receiv- 
Be  Ssskb ence ba taneoe 
Fredericksburg & North- 
ern Railway Co. ..... 
Gainesville Midland Rail- 
way Co. (Receivers) 
Galveston, Houston & 
Henderson Railroad Co. 
Georgia & Florida Rail- 
road Co. (Receivers) . 
Great Northern Railway 
ae errr er 
Greene County Railroad 
ee eae eee 
Gulf, Mobile & Northern 
Railroad Co. 
Illinois Central Railroad 
Co. 


Co. 
Litchfield & Madison 
er ee 
Maine Central Railroad 
Rs Fake it hen aha len Sg row in 
Maryland & Pennsyl- 
vania Railroad Co. ... 
Meridian & Bigbee River 
Railway Co. (trustee) 
Minneapolis, St. Paul & 
Sault Ste. Marie Rail- 
ge! See ee 
Mississippi Export Rail- 
road Co. 
Missouri-Kansas - Texas 
Railroad Co. 
Missouri Pacific 
SO GA. wi eswese ance 
Missouri Southern Rail- 
road Co. 


Rail- 


Mobile & Ohio Rail 
AES Shino wnetivans 
Mobile & Ohio Rail 


Road Co. (Receivers) . 
Murfreesboro - Nashville 
a ke 
New York Central Rail- 
0 ee ee 
New York, Chicago and 
St. Louis Railroad Co. 
New York, New Haven 
& Hartford Railroad Co. 
Pennsylvania Railroad 


Co. 
Pioneer & Fayette Rail- 
PP re 
Pittsburgh & West Vir- 


ginia Railroad Co. ... 
Puget Sound & Cascade 
a a 
St. Louis-San Francisco 
ON ED, ik sb00000 00 
Salt Lake & Utah Rail- 
road Co. (Receiver) .. 
Sand Springs Railway 
I SE re eee 
Southern Pacific Co. ... 
Southern Railway Co. ... 
Sumpter Valley Railway 
Pe Te Pee eee 
Tennessee Central Rail- 
ST. otek as 54025 
Texas, Oklahoma & 
Eastern Railroad Co. . 
Texas & Pacific Railway 
SURO Citeenaemiee sub se 
Texas South-Eastern 
Railroad Co. 
Tuckerton Railroad Co. 
St. Louis-Southwestern 
Railway Co. 


10,398,925 


2,098,925 
53,600 
60,000 


28,978,900 
60,000 
Saee - eawees 


8,300,000 


3,182,150 
16,582,000 


3,000 
717,075 


227,434 
15,000 
10,539 

1,061,000 


354,721 
6,000,000 


13,915 


520,000 


17,863,000 
9,500,000 
800,000 


2,550,000 


100,000 


1,729,252 


6,843,082 


100,000 


2,300,000 


23,134,800 


99,200 


785,000 


1,070,599 


25,000 


27,499,000 


18,200,000 


7,700,000 221 


3,000,000 


10,000 


4,475,207 


| 


23,200,000 


100,000 


18,200,000 
7,699,779 


3,000,000 


162,600 
22,000,000 
14,751,000 

100,000 


147,700 


18,672,250 


571,391 
25,000 
5,851 


1,000,000 






Janu 






8,300,000 
1,000,000 


571,391 
25,000 


5,851 


Authorizations 
Canceled or 

Authorized Withdrawn Disbursed Repaid 
Wabash Railway Co. 


CED > 6 bc odisca'e p ee ee eR ee ee 
Western Pacific Railroad 
EP cg aGbves beers abs a's eee = veste. 4,366,000 1,403,000 
Wichita Falls & South- 
ern Railroad Co. .... Gee nee cas 400,000 25,000 
Wrightsville & Tennille 
EE © eit 60S Wan dws ee hone 22,525 22,525 
MEO. Sch tesndenees $494,375,728 $6,968,156 $487,216,824 $90,966,963 


FINANCE APPLICATIONS 


Finance No. 11070. Washington & Old Dominion Railroad asks 
authority to issue common capital stock totaling $35,000 divided into 
$100 shares. The authorized capital stock of the applicant is $100,000. 
The applicant was organized to buy the property of its predecessor, 
the Washington & Old Dominion Railway. This issue is to be sold 
to the officers and directors of the applicant at its par or face value for 
the purpose of buying the Washington & Old Dominion Railway. 

Finance No. 10297. Pennsylvania Railroad Co. asks orders, sup- 
plemental to those of January 22, 1934, and December 24, 1934, so as 
to authorize it to assume obligation and liability, as guarantor, by 
endorsement, in respect of Pennsylvania railroad 4 per cent equipment 
trust certificates, series F, aggregating $17,945,000, with an adjust- 
ment of dividend payments on $17,460,000 and without the right of 
redemption at the election of the applicant. The changes in the orders 
are requested on account of agreements between the railroad com- 
pany and the government, through the Federal Emergency Administra- 
tor of Public Works, the government being the owner of the issue 
of certificates. The loan from the government was obtained in con- 
nection with the acquisition by the applicant of 101 electric locomotives, 
the final amount of the loan to be covered by the certificates being 
$17,945,000. The temporary certificates and the definitive certificates 
provided for in the agreement about the loan contain a privision under 
which the railroad company has the right to redeem the certificates 
on any semi-annual dividend payment date. The government asked 
that the provision giving the right of redemption be eliminated from 
the certificates which will be dated July 15, 1935. The application 
is for changes in the Commission’s orders permitting the issuance of 
certificates containing the right of redemption clause. . 

Finance No. 11066. New York Central Railroad Co. asks authority 
to abandon a line of railroad extending from Tupper Lake Junction 
to Helena, N. Y., 62.6 miles. Applicant says operation of this line 
is no longer necessary for the present or future convenience of the 
public and that the territory tributary to it is adequately serviced 
by improved highways. 

Finance No. 11068. Philadelphia & Beach Haven Railroad Co. asks 
authority to abandon a line of railroad extending from a junction 
with the Tuckerton Railroad at Manahawken to Beach Haven, 12.11 
miles, in Ocean county, N. J. The character of the traffic the line 
has had is such that, on abandonment of the line, it could be trans- 
ported by bus and truck, according to the applicant. 

Finance No. 10297. Supplemental. Pennsylvania Railroad Co. asks 
Commission’s approval as may be deemed necessary to the placing of 
a notation on $30,800,000 of 30-year secured 4 per cent serial bonds 
referring to a second supplemental trust indenture having to do with 
the issue. The applicant said that it did not, in filing this applica- 
tion, concede that the jurisdiction of the Commission extended to 
the subject matter of the application. 


Finance No. 10946. Supplemenal. New York, Onario & Western 
Railway Co. asks authority, under section 20a of the interstate com- 


merce act, to guarantee the principal and interest of a proposed loan’ 


of $750,000 by the Scranton Coal Co. from the R. F. C. The coal com- 
pany’s stock is owned by the railroad company. The Commission, in 
a prior report in this docket, authorized the applicant to become guar- 
antor of a loan totaling $650,000 which the R. F. C. later increased 
to $700,000. . 

Finance No. 11072. Baltimore & Ohio asks the Commission to ap- 
prove extension of the maturity dates of loans from the R. F. C. 
totaling $5,505,575.59 and a new loan from it of $5,000,000. Its pro- 
posal is to take care of maturing loans of the amount mentioned by 
means of new notes aggregating $5,500,000, dated Feb. 1, to mature 
Aug. 1, 1939, the new loan also to mature on that date. 

The company said that it had equipment trust and mortgage obli- 
gations falling due between February and the end of June, 1936, 
aggregating $6,000,000. Obligations falling due in 1936, other than 
$2,000,000 of bank loans, it said brought the total to $14,559,576.59. It 
Said it would also need $1,500,000 for construction in the year. The 
total of the items to be cared for it said was $16,059,576.59. Its cash 
resources, it said, would enable it to take care of its obligations by 
the extension before mentioned and the additional loan of $5,000,000, 
a total of $10,500,000. 

Among the obligations maturing in 1936, other than the loans 
from the RFC, it said were a loan of $500,000 from the FERA, $5,468,000 
of equipment trusts and $3,086,000 of mortgage maturities. 

Its 1936 budget, the company said, based on an improvement of 
slightly less than 5 per cent in revenues, would produce sufficient 
income to meet all interest and fixed charges and leave it $5,559,576.59 
for maturing obligations. 





CHANGES IN DOCKET 
Hearing in No. 27191, assigned for January 16, at New York, N. 
Y., before Examiner Macomber, was canceled. 
Hearing in No. 27229, assigned for January 17, at Minneapolis, 
Minn., before Examiner Armes, was canceled. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, N. D. Texas, Dallas Division.) Where 
conviction of corporation on criminal charge is sought, govern- 
ment must show statute violated. (United States vs. Texas 
& P. Ry. Co., 12 Fed. Supp. 514.) 

Railroad which acquired another railroad with Interstate 
Commerce Commission’s consent, but without complying with 
Commission’s limitation of amount to be paid for such other 
road, was not subject to criminal prosecution under provision 
of Interstate Commerce Act that common carrier doing some- 
thing prohibited or declared unlawful by act was guilty of mis- 
demeanor, where act did not prohibit or make unlawful acquisi- 
tion which did not comply with Commission’s limitation of 
amount to be paid (Interstate Commerce Act, Sec. 5(2), as 
added by Transportation Act 1920, Secs. 10, 12(1), 16(8), 49 
USCA, Secs. 5(2), 10, 12(1), 16(8).—Ibid. 


COTTON CONTROL ACT TEST 


The Supreme Court of the United States, January 13, in 
No. 49, Lee Moor, petitioner, vs. Texas & New Orleans Rail- 
road Co., in which the petitioner attacked the constitutionality 
of the cotton control act of April 21, 1934, held that the writ 
of certiorari on which the case was brought before the court 
for review, was improvidently granted and dismissed it. Moor 
brought the suit for a mandatory injunction to compel the 
railroad company to transport ten bales of cotton from Clint, 
Tex., to New Orleans, La., the railroad having refused to 
transport the bales because of lack of the bale tags required 
by the cotton control act. Under the law the cotton in ques- 
tion could not be moved by the railroad unless it bore the 
tags required as a part of the system of the cotton crop con- 
trol set up under the act attacked. The trial court had held 
that the plaintiff had failed to make a case for equitable 
relief and should be left to his legal remedy. The Circuit 
Court of Appeals for the fifth circuit affirmed the decree. The 
constitutional question was not passed on by the lower courts. 
The Supreme Court said that, in view of the record, and of 
the discretion which the trial court was entitled to exercise, 
the writ of certiorari which it had granted was improvidently 
granted and ordered it dismissed. 


LIVESTOCK LOADING CHARGE 


The Commission has been served with papers in equity 
No. 15040, The Union Stock Yards and Transit Company of 
Chicago, plaintiff, vs. United States of America et al., filed in 
the federal court for the northern district of Illinois, eastern 
division, Chicago, in which the plaintiff asks the court to en- 
join, set aside, annul and suspend the order of the Commis- 
sion in I. and S. No. 4109, Union Stock Yards & Transit Co. 
(See Traffic World, Dec. 21, p. 1063.) The Commission is one 
of the defendants. The case was set tentatively, when suit 
was begun, for hearing Jan. 18, the day on which the order 
of the Commission to cancel schedules under suspension was 
to become effective. It was understood at the time that tenta- 
tive date was set that the Commission would defer the effec- 
tive date of its order so that there was no thought that a 
hearing in the matter would be held on that day. Paper work 
looking to a deferring of the effective date of the order was 
being done when the petition of the stock yards company was 
served on the Commission. 

In the suspension case the Commission found the stock 
yards company to be a common carrier subject to the inter- 
state commerce act and that its schedules proposing to cancel 
the tariffs on file with the regulating body were not justified. 

The stock yards company had filed cancellation tariffs in 
consonance with its contention that it was not a common car- 
rier, so that there would be no livestock loading and unload- 
ing charges on file with the Commission. 

The stock yards company asks for a temporary or inter- 
locutory injunction and then, after final hearing, an order of 
the court saying that the order of the Commission has at all 
times been beyond the lawful authority of the Commission and 
that therefore it was perpetually enjoined. 
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This injunction is sought on the ground that the company 
is not a common carrier and that the effect of the Commission’s 
order would be to deprive it of its property without due process 
of law and that that property would be confiscated in violation 
of the fifth amendment to the Constitution. In addition the 
petitioner asserts that the order, if permitted to become effec- 
tive, may deprive the company of large sums of money to which 
it might otherwise become entitled. The petition also points 
out that failure to obey the order might be punished by a 
penalty as high as $5,000 a day. 

The Union Stock Yard & Transit Co., Chicago, has asked 
for rehearing, reconsideration and reargument and the post- 
ponement of the Commission’s order in I. and S. No. 4109, live- 
stock loaded and unloaded at Chicago. It asserts that if a re- 
hearing is granted it will show in detail practical difficulties 
of trying to serve two masters. The two masters referred to 
by the stock yards company are the Commission and the 
Secretary of Agriculture. It asserts that the Secretary of 
Agriculture construes the packers and stock yards act of 1921 
as giving him jurisdiction over stock yard services and defines 
stock yard services as “services or facilities furnished at a 
stockyard in connection with the receiving, buying or selling 
on a commission basis or otherwise marketing, feeding, water- 
ing, holding, delivery, shipment, weighing, or handling in com- 
merce, of live stock.” 

If a rehearing is granted the stock yards company says 
it will prove that tariffs covering loading and unloading charges 
are filed with the Secretary of Agriculture by the stock yard 
companies in twenty cities and that the charges are paid by 
the trunk line carriers without protest. The petitioner says 
it will also prove that at the National Stock Yards at East 
St. Louis, Ill, where conditions are said to be comparable 
with those at Chicago, the loading and unloading charges are 
not only collected by the stockyards company pursuant to 
tariffs filed with the Secretary of Agriculture but that this 
practice impliedly is recognized as proper by the Commission 
by permitting a note to that effect to be carried in the tariff 
of the East St. Louis Junction Railroad Co., the carrier serv- 
ing the yard. The stock yard company asserts it will also 
prove, if rehearing is given, that all the protestants in this 
case which serve East St. Louis have long been paying such 
charges at the National Stock Yards without protest or ques- 
tion. 

The petitioner says that if the effective date of the Com- 
mission’s order is postponed it will file the necessary sixth 
section application to prevent the cancellation tariff filed by 
it becoming effective. 


COMMISSION ORDERS 


No. 27217, Balfour, Guthrie & Co., Ltd., et al. vs. C. M. St. P. 
& P. et al. Mumby Lumber & Shingle Co. permitted to intervene. 

Finance No. 7132, application of the Colorado & Southern for cer- 
tificate to abandon a part of its branch line of railroad. Railway Labor 
Executives’ Association permitted to intervene. 


Finance No. 8480, Kansas City Terminal Railway Co. construction. 
Time within which the Kansas City Terminal shall complete construc- 
tion of its line of railroad further extended to March 31, 1936. 


Finance No. 11025, application of the C. M. St. P. & P. for a 
certificate to abandon operation including trackage rights in Dickin- 
son, Marquette, and Delta Counties, Mich., and for pooled use and 
operation of certain tracks and facilities in Michigan and Wisconsin. 
Escanaba & Lake Superior Railroad Co. permitted to intervene. ‘ 


Finance No. 11039, application of Illinois Central for a certificate 
to extend its line over the so-called Dering Coal Company track in 
Saline County, Ill., etc. New York Central Railroad Co. permitted 
to intervene. 

No. 19507, Rumford Chemical Works vs. N. Y. N. H. & H. et al. 
Order entered on April 8, 1930, modified so as to eliminate the require- 
ment that defendants maintain and apply to the transportation of 
steamed animal bones, in carloads, from Peabody, Mass., to Rumford, 
R. I., rates which shall not exceed 80 per cent of the contemporaneous 
sixth class rates, subject to a carload minimum weight of 40,000 
pounds. 

No. 20039, National Mortar & Supply Co. vs. Ann Arbor et al. 
Complainant’s second petition for reconsideration and reargument 
denied. 

No. 23684, Union Mirror Co. et al. vs. B. & O. et al., and a sub 
number thereunder, Consolidated Mirror Co. et al. vs. Same. Petition 
of complainants for reconsideration denied. 

No. 23817, Southwestern Virginia, Inc., et al. vs. N. & W., and 
No. 23842, State Corporation Commission of Virginia et al. vs. N. & W. 
No. 23817 ordered reopened for reconsideration as to reparation (1) 
in respect of the prepaid shipments to Williamson & Hedgecock and 
the Danville & Western Railway deliveries and (2) in respect of ship- 
ments of the intervener, Martinsville Cotton Mill Co.; that No. 23842 
reopened for reconsideration as to reparation in respect of shipments of 
the Virginia Agricultural and Mechanical College and Polytechnic In- 
stitute and Catawba Sanatorium on consideration of petitions of com- 
plainants. Petitions in all other respects denied. 

No. 25748, Southwestern Construction Corporation vs. A. T. & S. F. 
et al. Third petition of complainant for reconsideration denied. 
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No. 26047, Hans Rees’ Sons, Inc., vs. B. & O. et al. 
complainant for reconsideration denied. 

No. 26281, A. N. Christenson et al. vs. A. T. & S. F. et al. Peti- 
tion of complainants for reconsideration denied. 

No. 26511, Wilson & Toomer Fertilizer Co. vs. C. & O. et al. 
Proceeding reopened for reconsideration on the record as made. 

No. 26587, Burnham Boiler Corporation vs. Pennsylvania et al. 
Proceeding reopened for reconsideration so far as it involves ship- 
ments from New Hamburg, South Schenectady and Stuyvesant, N. Y., 
to Lancaster, Pa. 

No. 26708, Hope Brick Works vs. A. T. & S. F. et al. Proceeding 
reopened for reconsideration by division 3. Effective date of the order 
for the future postponed until further order of the Commission. 

No. 26708, Hope Brick Works vs. A. T. & S. F. et al. Petition of 
defendants for reconsideration or rehearing denied in view of division 
3 agreeing to reopen the case for reconsideration and postpone the 
effective date of the order for the future until further order of the 
Commission. 

No. 26737, Davison Chemical Co. (Chester F. Hockley and Henry E. 
Treide, receivers) vs. B. & O. et al. Order entered on November 5, 
1935, which was by its terms made effective on or before February 13, 
1936, on not less than 30 days’ notice, modified, to become effective 
= an 1, 1936, on not less than 30 days’ notice instead of February 

No. 26772, Lone Star Gasoline Co. et al. vs. A. & L. M. et al. On 
consideration of petition of complainants and interveners for dismissal 
of the complaint without prejudice, complaint ordered dismissed. 

No. 26784, Keith, Simmons Co., Inc., vs. L. & N. et al. Petition 
of complainant for reconsideration denied. 


No. 27220, Norge Corporation vs. Long Island Railroad Co. New 
York Dock Railway permitted to intervene. 


No. 27242, Royal Crystal Salt Co. vs. America Transportation Co. 
et al. Morton Salt Co. permitted to intervene. 


Fourth Section Application No. 15563, grain between river ports 
on Illinois Central system. Petition of intervener, Inland Waterways 
Corporation, for modification of the Commission's report, denied. 


Finance No. 9918,. Missouri Pacific Railroad system reorganiza- 
tion. Protective Committee for St. Louis, Iron Mountain & Southern 
Railway Co. river and gulf division first mortgage 4 per cent bonds, 
due May 1, 1933, permitted to intervene. 


No. 26360, Chamber of Commerce, Rome, Ga., et al. vs. Southern 
et al. Petition of defendants for reopening and reconsideration, denied. 


Petition of 


CAR LEASE SUIT 


Judge J. J. Kelley, in the superior court of Cook County, 
Chicago, January 15, granted a motion to transfer the case 
of General American Car Corporation vs. Jacob E. Decker Com- 
pany to the federal court. The motion was made on the 
— that the contending parties were citizens of different 
states. 


The case is a suit brought against the Decker company, 
formerly meat packers at Mason City, Ia., by the car cor- 
poration to recover $450,000 it says it will lose because of the 
failure of the packing company to carry out the terms of a con- 
tract under which the car company purchased from the pack- 
ing company its privately owned cars. The purchase was 
made and the contract executed in 1931, with the lease to run 
until 1941. In it the packing company agreed to use equip- 
— aa car corporation to the extent of its requirements 
unti ; 


In October, 1935, the Decker company sold its assets to 
Armour and Company and has not subsequently used any cars 
of any kind. The car corporation contends that, normally, 
the railroad mileage allowances on its cars used by the Decker 
company, had it remained in business until the expiration of 
its contract, would have yielded a profit of $450,000 to the 
car company. 


The case is of more than usual interest to car owners 
generally. In I. and S. 3887, use of privately owned refrig- 
erator cars (201 I. C. C., 323) the Commission said that, where 
railroads made mileage allowances beyond the ownership costs 
of the privately owned cars plus a fair return on the invest- 
ment in the cars, that practice constituted rebating. Pursuant 
to that decision, the railroads filed tariffs naming a 1% cent 
a mile allowance on the cars of specified owners, including a 
number of the large packing companies. Car owners other than 
those named in the tariffs continued to receive an allowance of 
2 cents a mile. After protracted negotiations, the allowance to 
the specifically named owners was raised to 1% cents. 


The position taken by Armour and Company in the suit 
now transferred to federal court is that, in taking over the 
assets of the Decker company, it did not take over the con- 
tract that company had with the car corporation. The Decker 
company, on the other hand, contends that, since the contract 
called merely for the use of General American cars to the 
extent of its requirements, and since it no longer is in the 
packing business and, hence, no longer requires cars, there 
has been no breach of contract on its part. 
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FEEDER CATTLE AT MARKETS 


Hearing in a series of complaints involving eastbound 
live stock rates was interrupted January 15 when the presiding 
examiner, A. S. Worthington, received word of the death of 
his mother, in Washington, D. C. The hearing was recessed 
to January 20. The cases were: 


27018—Belt R. R. & Stockyard Co. vs. Alton. 
27149—Chicago Livestock Exchange vs. Alton. 
27216—Louisville Live Stock Exchange et al. vs. Alton et al. 
27228—Nashville Live Stock Exchange et al. vs. Alton et al. 


The issues in all of the cases were identical except that 
varying points of destination were involved. E. L. German, 
president of the Bourbon Stock Yards Company, at Louisville, 
Ky., was the leading witness. He said the disputes were based 
on clauses in tariffs carrying rates on feeder and stocker 
cattle which excepted from the application of those rates ‘“‘pub- 
lic live stock markets, whether or not the shipments are un- 
loaded and delivered to consignees at the public stock yard.” 
He said, generally, the feeder and stocker rates were on a 
basis of about 85 per cent of the ordinary livestock rates. To 
the extent that the feeder and stocker rates did not apply on 
shipments to his stock yards, even when the cattle received 
there were for stocker or feeder purposes and not for slaughter, 
he said they were unreasonable and prejudicial. He also said 
that, since similar animals moved to points beyond Louisville 
where there were no public live stock markets in the mean- 
ing of the tariff and there paid lower rates than they paid at 
Louisville, there were violations of the fourth section. 

Origin territory involved in the the complaints included 
the states of Arizona, Arkansas, California, Colorado, Idaho, 
lllinois, Iowa, Kansas, Louisiana, Minnesota, Missouri, Montana, 
Nebraska, Nevada, New Mexico, North Dakota, Oklahoma, 
Oregon, South Dakota, Texas, Utah, Washington and Wyoming. 
Destinations involved were: Montgomery, Ala.; Peoria, IIl.; 
Evansville, Ind.; Indianapolis, Ind.; Lafayette, Ind.; Louisville, 
Ky.; Cincinnati, Ohio; Cleveland, Ohio; Dayton, Ohio; Nash- 
ville, Tenn., and Chicago, Il. . 

Mr. German and other witnesses for the complainants in- 
troduced elaborate rate and traffic exhibits tending to show 
that a heavy percentage of live stock received at public mar- 
kets was not for slaughter. As an instance it was pointed out 
that for the ten-year period, 1925 to 1934 inclusive, receipts 
of feeder and stocker cattle at the Indianapolis stockyards 
amounted to more than 50 per cent of the receipts of cattle 
for slaughter. 


So far as the position of the defendants could be ascer- 
tained from questions on cross examination it seemed to be 
that all of the rates under attack, both those applying to feeder 
and stocker live stock and to ordinary live stock, were commis- 
sion-made except in instances where they had been voluntarily 
lowered by the railroads to meet motor truck competition. 
Mr. German admitted that was true and added that he knew 
of no complaint as to the measure of the live stock rates in- 
volved in these cases. The dispute, he said, was purely one 
of relationship and prejudice. 


FRUIT AND VEGETABLE SHIPPERS 


Delay in the handling of requests for rate changes and 
the slowness and expense of procedure before the Commission 
were condemned by resolution at the annual meeting of the 
American Fruit and Vegetable Shippers’ Association in Chicago 
this week. The resolutions were adopted pursuant to recommen- 
dations made by the association’s traffic committee, J. Cur- 
tis Robinson, chairman, and by J. W. Davis, president of the 
association. The committee’s recommendation was that the 
matter of the delay in handling rate matters “be brought to 
the attention of the executive officers of the railroads with a 
very definite and friendly request that consideration be 
promptly given to a change in their present procedure so that 
rate changes to be made on definite notice can be brought 
about within a reasonable period after there is an understanding 
reached between the railroad and its patrons.” In discussing 
the matter Mr. Davis said he sometimes “marveled at the 
slowness” with which railroad executives went about it to 
“meet a highly competitive situation the meeting of which 
means so very much to railroad revenues.” He said it almost 
seemed as though “railroad officials are mesmerized with the 
conviction that business cannot get away from them.” 

The resolution with reference to expense and delay in 
Commission cases suggested that the association’s traffic com- 
mittee study the matter with a view toward making definite 
recommendations. 

The association also went on record as opposing the group 
of so-called railroad labor bills in Congress. A similar reso- 
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lution stated the association’s “unalterable opposition” to gov- 
ernment ownership and operation of the railroads. 

The association also adopted a resolution against unreg- 
ulated itinerant motor fruit and vegetable merchants. These, 
it was explained by Clark Drury, chairman of the trucking 
committee, were exempted from the provisions of the motor 
carrier act by the clause making it not applicable to haulers 
of unprocessed agricultural commodities. It was hoped, he 
said, to bring them under at least a measure of regulation if 
the Commission adopted a series of reasonable regulations 
under the safety provisions of the law. Speaking of the neg- 
lect of the railroads in recognizing this trend toward the ped- 
dling of fruits and vegetables from trucks, Mr. Drury said that 
railroad traffic officials “have been trying to outsleep Rip Van 
Winkle.” 

“Many rail traffic officials,” he said, “do not know what 
it is all about.” He added that he did not think it was too 
late for the railroads to “wake up and go after the business 
they have been losing. Many firms in the fruit and vegetable 
business are still rail minded and it is up to the railroads to 
keep them so.” 

He said he thought the entire solution of the truck prob- 
lem was in sight and that its was “coordinated rail and truck 
service, uniform rail and truck rates and coordinated rail 
truck shipping and terminal facilities.” 

“When and if this occurs the entire business of selling 
will again be placed by shippers in the hands of reliable and 
responsible brokers where it rightfully belongs,” he said. 

At the closing session of the convention, January 16, the 
following were elected to membership on the association’s 
board of directors: At large, C. C. Commander, Perrin C. Mil- 
ler, J. S. Crutchfield, J. L. Nagle; western division, Burton 
Chaney, B. W. McDaniel, Fred Eberly, H. P. Garin; south- 
western division, J. H. Woolf, J. N. Hager; northern central 
division, F. W. Morf, Sr., C. C. Winkler; southeastern divi- 
sion, W. H. Mouser, C. R. Waters; northeastern division, J. W. 
Davis, N. L. Allen, A. U. Chaney, Paul Sweeney; represent- 
ing National Brokers’ division, V. C. Taggart; representing Na- 
tional Potato Gaivision, C. R. Waters. 

Under the constitution of the association its officers are 
to be elected at the first meeting of this board of directors by 
the members thereof. 


CONCESSIONS FINE 

“The Commission has been advised,” said Secretary 
McGinty, Jan. 15, “that on Jan. 4, the Tennessee Central Rail- 
way Company entered a plea of guilty to two counts of an 
indictment charging granting of concessions in violation of 
section 1 of the Elkins act. The indictment was returned last 
fall in the United States Court for the middle district of 
Tennessee at Nashville, and alleged that the Tennessee Cen- 
tral Railway had failed to collect reconsignment charges on 
carload shipments of coal moving into Nashville from points 
in Kentucky and subsequently reconsigned after arrival at des- 
tination to Old Hickory, Tenn. A fine of $2,000 was imposed 
by the court. 

“This matter was investigated by the Commission’s Bureau 
of Inquiry whose representatives assisted the United States 
attorney in the presentation of the case to the grand jury.” 


>. say 
PENNSYLVANIA NOT GUILTY 

The Pennsylvania Railroad Co., by direction of Justice 
Letts of the Supreme Court of the District of Columbia, has 
been found not guilty of granting concessions to merchants 
occupying premises owned by it in Washington. The judge 
ruled that evidence submitted in support of an indictment, 
in twenty counts, charging that the company gave concessions 
to the merchants in the matter of rents, did not show an in- 
tent to violate the Elkins act, as alleged. He refused to allow 
the matter to go to the jury but directed that body to return 
a verdict of not guilty. Failure to collect rent from merchants 
occupying property owned by the railroad company was alleged 
to show violation of the law. The railroad was able to show 
that it had made efforts to collect rent and that at present 
the tenants were paying rent currently and making payments 
that were being credited to their old rent accounts. 








SUSPENDED TARIFFS 


In I. and S. No. 4166, the Commission has suspended from 
January 15 until August 15, schedules in supplement 55 to 
Pope’s I. C. C. No. 1845. The suspended schedules propose 
to cancel the commodity rate of 63 cents a 100 pounds on har- 
ness leather, in carloads, from Chattanooga, Tenn., to Canton, 
Pa., and apply the fifth class rate of 93 cents a 100 pounds in 
lieu thereof while maintaining lower commodity rates to other 
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eastern cities. The following is illustrative, rates being in 
cents a 100 pounds: 


Present rates from Chattanooga, Tenn., to Baltimore, Md., 63; 
Harrisburg, Pa., 67; Canton, Pa., 63; New York City, N. Y., 71; 
Rochester, N. Y., 74; Boston, Mass., 81. Proposed, no change, except 
from Chattanooga, Tenn., to Canton, Pa., 93. 


EMERGENCY CHARGES RENEWAL 


Railroad traffic officers are giving consideration to their 
course in respect of the emergency freight charges, permitted 
by the Commission in its report in Ex Parte No. 115. The 
charges, made effective April 18, 1935, expire by limitation 
June 30, unless the Commission permits extension of the effec- 
tive date of the tariffs beyond that time. Action on the matter 
is expected in a short time. 

But the officers are not ready to talk about the matter. A. F. 
Cleveland, vice president-traffic of the Association of American 
Railroads, said that nothing could be given out on the subject 
at this time. 

It is a general belief among those interested that the rail- 
roads will ask for a continuance of the charges, either as 
permitted by the Commission or as changed by the carriers, 
by various amendments to the master tariff made effective 
since last April. A large number of changes have been made 
since then. Surcharges on many of the heavy loading and large 
volume traffic have been wholly removed, as, for instance, from 
canned goods and coal intended for territories where there is 
competition with foreign coal or some other fuel. In other 
instances, the emergency charges have been reduced but not 
wholly removed. There has been scarcely a day since April 18 
last that the Commission has not been asked to allow changes 
in the emergency charges. Two or three large revisions have 
been permitted by the Commission since the report was made 
in Ex Parte No. 115. 

Filing by the railroads of a petition on the subject in a 
relatively short time will enable the Commission and interested 
shippers to give the move consideration between now and June 
in a relatively leisurely manner without harassing hurry. 


CONSOLIDATED SOUTHWESTERN CASES 


Kansas traffic managers in No. 13535 et al., consolidated 
southwestern cases, have filed exceptions to the proposed report 
of Examiner J. Edgar Smith relative to modification of find- 
ings 3, 4 and 27, which, it is believed, will not give the ex- 
aminer any trouble. 

“The evidence of record amply supports the examiner’s 
recommendations,” say the Kansans. “We heartily concur 
therein and earnestly urge the Commission to adopt them and 
enter an appropriate order.” 

The document is signed by C. O. Heinley, transportation 
commissioner, Chamber of Commerce, Hutchinson; H. M. Han- 
cock, traffic manager, Chamber of Commerce, Salina; A. M. 
Corp, transportation commissioner, Chamber of Commerce, 
Wichita, and I. C. Peterson, rate expert, Kansas Corporation 
Commission, Topeka, Kan. 


DANGEROUS ARTICLES CONFERENCE 


The Bureau of Explosives, which files regulations for the 
railroads for the safe transportation of dangerous articles, has 
announced a conference of those interested, Jan. 28, in its con- 
ference room on the eighteenth floor of No. 30 Vesey St., New 
York, room No. 1804, for the consideration of amendments to 
the Commission’s regulations received since the conference of 
October 9, 1935. The proposals are set forth in its docket 
No. 13, consisting of 26 items. 

This docket also contains the announcement that the next 
conference on the subject of regulations will be held at the 
same place May 26 and that all items for inclusion in the 
docket then to be considered must be at the office of the bureau 
not later than April 27. 


CHICAGO TIME PETITION 


The Commission has received and placed in its files the 
petition of the city of Chicago for a reopening of No. 10122, 
standard time zone investigation and asking the regulating 
body to change the time zone boundary so as to put Chicago 
in the eastern time zone and direct the railroads, March 1, to 
operate their trains to and from Chicago on eastern standard 


time. (See Traffic World, Jan. 11.) 


SHIPPING TEXAS CITRUS FRUITS 


The season for shipping citrus fruit from Texas under the 
Mexican fruit fly quarantine regulations which apply to Brooks, 
Willacy, Cameron, and Hidalgo counties, has been extended 
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provisionally to include March 31, 1936, Lee A. Strong, chief 
of the Bureau of Entomology and Plant Quarantine of the 
U. S. Department of Agriculture, has announced. If conditions 
of reinfestation occur or if growers fail to observe sanitary 
requirements and fail to comply with cleanup restrictions, it 
may be necessary to set an earlier date, says Mr. Strong. The 
shipping season normally closes—under quarantine—in March. 


N. R. D. G. A. TRAFFIC GROUP 


The traffic group of the National Retail Dry Goods Asso- 
ciation will hold three sessions in connection with the annual 
convention of the association at the Hotel Pennsylvania, New 
York, January 20 to 24. The traffic group meetings will be 
held January 22 and 23. L. E. Muntwyler, general traffic 
manager, Montgomery Ward and Company, Chicago, is chair- 
man of the group and will preside. 

At the first session, the afternoon of January 22, J. Selko- 
witz, R. H. Macy and Company, New York, will speak on 
“Economizing on Expense in the Receiving and Marking Opera- 
tions”; John V. Lawrence, general manager, American Truck- 
ing Associations, Inc., Washington, D. C., on “Truck Rates and 
Truck Classification,” and M. Rothkugel, receiving manager, 
Lit Brothers, Philadelphia, “Increasing Production Through 
Wage Incentive Plans.” There will also be a discussion of 
transit practices by a representative of the Association of 
American Railroads. 

At the morning meeting January 23 O. B. Higgins, vice- 
president in charge of traffic, National Carloading Corporation, 
will speak on “Freight Forwarding: Yesterday, Today and 
Tomorrow,” and K. N. Merritt, assistant general manager, de- 
partment of public relations, Railway Express Agency, on 
“Express and Retailers.” There will also be talks on “Plan- 
ning and Improving as Related to the Operations of Traffic, 
Receiving, Marking and Stockkeeping” and on “Developments 
in Highway Motor Transportation Affecting Retailers,” by 
speakers not announced in advance of the meeting. 

At the final session, the afternoon of January 23, there 
will be a round table discussion of methods of increasing pro- 
duction and reducing expenses in traffic, receiving and mark- 
ing departments, led by Mrs. O. Osborn, traffic manager, L. S. 
Ayers and Company, Indianapolis, Ind.; Miss Adele M. Corkery, 
traffic manager, Scruggs-Vandervoort-Barney Dry Goods Com- 
pany, St. Louis, Mo.; E. J. Pulaski, receiving manager, Gimbel 
Brothers, New York; S. M. Whisner, traffic manager, Hutzler 
Brothers Company, Baltimore, Md., and Harry Werner, traffic 
manager, the Hecht Company, Washington, D. C. 


REVENUE TRAFFIC STATISTICS 


A compilation of revenue traffic statistics of Class I steam 
railways of the United States made by the Commission’s Bu- 
reau of Statistics covering October and the ten months ended 
with October, 1935, shows that in the ten-month period the 
revenue ton-mile was 9.88 mills as compared with 9.83 mills 
in the corresponding period of 1934; that the freight revenue 
was $2,305,125,256 as compared with $2,223,795,645 in the cor- 
responding period of 1934; and that the revenue tons carried 
totaled 1,177,987,000 as compared with 1,145,833,000 in the cor- 
responding period of 1934. 

In October the revenue ton-mile was 9.99 mills as com- 
pared with 9.84 mills in October, 1934; the freight revenue was 
$284,369,128 as compared with $238,612,043 in October, 1934. 

Passenger statistics for the ten-month period ended with 
October shows: Revenue passenger mile 1.93 cents as com- 
pared with 1.91 cents in the ten months of 1934; passenger 
revenue $295,268,751 as compared with $289,040,428 in the cor- 
responding period of 1934, and revenue passengers carried 
368,923,000 as compared with 376,320,000. Revenue passenger 
mile in October was 1.94 cents as compared with 1.85 in Octo- 
ber, 1934; passenger revenue $28,603,528 as compared with 
$28,599,067, and revenue passengers carried 36,942,000 as com- 
pared with 38,439,000. 


COORDINATION OF U. S. AGENCIES 


A resolution proposing an investigation by a special Senate 
committee “of all the activities of the departments, bureaus, 
boards, commissions, independent agencies, and all other 
agencies of the executive branch of the government with a view 
to determining whether the activities of any such agency con- 
flict with or overlap the activities of other such agency and 
whether, in the interest of simplification, efficiency and econ- 
omy, any of such agencies, any officials and employes thereof, 
should be coordinated with other agencies or abolished,” has 
been offered in the Senate by Senator Byrd, of Virginia. 

The resolution provides that the committee shall report 
to the Senate at the beginning of the session of 1937 the re- 
sults of its investigation, together with its recommendations, 
if any, for necessary legislation. 
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Freight Bill Auditing 


“ (Fifteenth of a Series of Thirty-Six Articles on Industrial Traffic 
Management by G. Lloyd Wilson, Professor of Transportation and 
Public Utilities, University of Pennsylvania, and Chairman, Committee 
on Education and Research, Associated Traffic Clubs of America.) 


HE verification of the bills rendered for their services by 
carriers is another phase of the activities of industrial 
and commercial traffic departments that has direct rela- 
tionship to their rate and tariff work. Industrial traffic depart- 
ments have the responsibility of auditing the freight bills ren- 
dered by carriers in connection with the transportation of 
inbound and outbound shipments to and from the principal 
and branch factories, mills, or warehouses of the industries 
of which they are parts, while the traffic departments of trade 
associations, chambers of commerce, and other local, sec- 
tional, or national commercial organizations sometimes advise 
their member industries with respect to the auditing of the 
latters’ bills for transportation charges. In some cases, the 
freight bills of member industries are audited by the traffic 
departments of some commercial organizations. 

Another type of traffic organization that functions in con- 
nection with the auditing of freight bills includes the traffic 
service bureaus of commercial freight bill audit companies 
which reaudit freight bills, usually after they have been audited 
once or several times by industrial traffic departments. These 
auditing organizations scrutinize the freight bills of their clients 
for a fee or, as is more often the case, for a portion of the 
amounts recovered through claims for overcharge collected 
from the carriers. 

The form, method of presentation, time within which pay- 
ment must be made, credit and other arrangements are not 
uniform among the various types of carriers. The payment of 
the charges of railroad carriers is governed by the provisions 
of the interstate commerce act, as is the payment of the joint 
charges of rail and water carriers participating in the. joint 
movement of traffic over rail-water routes. The freight bills 
and other arrangements of carriers or pertaining to traffic 
not subject to the interstate commerce act are regulated by 
the provisions of state statutes or by the terms and conditions 
of the carriers’ bills of lading or shipping contracts. 

The traffic departments of large industrial concerns ship- 
ping and receiving a variety of types of freight and dealing 
with a number of different carriers must make provisions for 
auditing the freight bills of railroads, railway express com- 
panies, freight forwarders, coastwise, intercoastal, and inland 
waterway carriers, motor freight carriers and local truckers, 
pipe line carriers, and air transport companies. In addition, 
arrangements must be made to check the postal rates of the 
U. S. Post Office Department’s parcel post service. 

The freight bills as they are received from the various 
transportation companies are audited by employes of the rate 
bureaus of industrial traffic departments. Concerns on the ap- 
proved credit lists of the carriers have a limited period of time 
within which to check the bills after the goods arrive; otherwise 
the bills must be paid and audited after payment has been 
made. If the bills are audited before payment of the bills, the 
errors in billing are pointed out to the agents of the delivering 
carriers so that correction may be made before payment. Cor- 
rect bills are certified to the treasurer or other official in 
charge of company funds so that they may be paid on the 
responsibility of the traffic department. Concerns not on ap- 
proved credit lists of the carriers make their freight audits 
after the bills have been paid and later file overcharge claims 
for the excess amounts paid. 

Freight bill auditing is an exacting and tedious task re- 
quiring thorough familiarity with rates and tariffs as well as 
painstaking care. The clerks checking the bills must be vigilant 
in searching for errors made unintentionally by railroad billing 
clerks. The carriers’ freight bills are checked against copies of 
the bills of lading governing the shipment so that all essential 
information of the bills of lading that determine the charges 
may be checked against the railroad billing. 


Freight bill auditors in industrial traffic departments must 
guard against overcharges or undercharges arising out of 
mathematical errors in extending the charges; the transposition 
of figures in charge columns; incorrect total charges due to the 
addition of an extra diget; incorrect shipping points when dif- 
ferent rates apply from the different points; incorrect ship- 
ping dates, when rates change upon dates just prior to ship- 
ment; disagreements between shipping and billing dates, in 
cases where rate changes have occurred between these dates; 
incorrect car numbers due to the transfer of the goods from 
one car to another which may effect charges by higher car- 
load minima applying to larger cars on certain commodities 


which are governed by Rule 34; junction rebilling errors, when 
incorrect advance charges are carried forward; incorrect 
weights at which the freight is billed; the application of incor- 
rect tariffs; the misdescription of articles, resulting in higher 
rates than are lawfully applicable; the transposition of figures 
in the weight or rate columns; the incorrect description of 
containers; the erroneous assessment of penalty ratings for 
improper containers; in correct delivery arrangements that 
result in extra cartage charges; mistakes in number of pack- 
ages; failure to credit prepayments or partial prepayments; 
incorrect additions. of special charges that should have been 
absorbed in rates, or failure to absorb charges properly ab- 
sorbed; failures of carriers to protect lowest rated routes; 
incorrect or improper addition of charges of connecting carriers; 
charges at combinations of local rates higher than through rates 
properly applicable; charges based on through rates higher than 
lawful aggregate of intermediate rates; use of actual weights 
in places of authorized estimated weights; failures to allow for 
dunnage and bracing provided for in tariffs; unauthorized higher 
rates for shorter than for longer hauls over same line or route 
in same direction or same traffic without fourth section relief; 
failures to absorb proper amounts out of the line-haul rates for 
switching or spotting as provided for by absorption tariffs; 
errors in routes resulting in higher charges. 


Types of Audits 


Each bill must be carefully scrutinized if the industry is 
to be protected. In some cases, the freight bills are given 
to the auditors to check, while in others a form is prepared 
that lists the charges and other data and the rate clerks are 
required to work out the correct charges without reference to 
the charges actually made by the carriers. The latter method 
is likely to be the more conducive to careful work, but the addi- 
tional work is considered by many traffic managers not to be 
worth while, judged from the results. 

If the freight bills are audited in advance of payment, the 
incorrect bills are often corrected with red ink on the bills or 
on attached correction forms and returned to the agents of the 
delivering carriers for charges to be made and new bills to be 
rendered. Freight bill correction forms are used by many in- 
dustrial traffic departments. Spaces are provided for notations 
of the rate, weight, and charges as they appear in the freight 
bills rendered and as they should have been. The nature of 
the inaccuracies is pointed out and the tariff authority is shown 
for the rates claimed. The use of these forms enables the 
freight agents of the delivering carriers to verify more easily 
the corrections asked for than they can be verified from ink 
or pencil corrections on the face of the freight bills. Correc- 
tion forms also have the advantage of providing a carbon copy 
of the corrections for the use of the industrial traffic department. 
Forms of this sort are used also in transmitting bills containing 
overcharges to the claim department, if claims are to be filed 
after the incorrect bills have been paid. 


A typical freight bill correction form used by the traffic 
departments contains the following data: the name and address 
of the company filing the correction; the date of the correction; 
the freight bill number; the descrivtion of the commodity as 
shown in the incorrect bill; the weight of the shipment as shown 
in the incorrect bill; the rate as billed; the total charges as 
billed; the correct commodity description; the correct weight; 
the correct rate; the correct charges; tariff authority; the nature 
of the error or errors; remarks; the signature of the traffic 
manager and initials of the subordinate filing the correction. 

Auditing of freight bills sometimes reveals several errors 
of different types and varying amounts and, in some cases, in- 
dicates that errors have been made that result in lower charges 
than should have been assessed. In such cases, the carriers 
may be notified when the bills are paid so that the company 
may anticipate undercharge claims. 


Auditing Freight Bills for Customers 


The rate organizations of certain industrial traffic depart- 
ments sometimes undertake to audit or pre-audit freight bills 
of the customers of the companies by showing in a letter for- 
warded announcing the shipment, the correct description of the 
goods, their proper classification or commodity description, the 
correct weight, the rate and tariff authority, the route, any 
special or extra charges, and the correct total charges. The 
customers are in possession of information enabling them to 
compare the charges shown in the freight bills covering the 
goods with these data and to have the bills corrected if incor- 
rect charges are billed by the carriers. If there are discrepan- 
cies between the descriptions, weights, rates, routes, or charges 
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shown in the information supplied by the shipper and the billing 
of the carriers, the correct items may be verified before pay- 
ment of the bills or reclaimed through overcharge claims after 
the payment of the bi 

A typical form of this type used by a manufacturing com- 
pany that ships to many customers that do not have their own 
traffic departments shows the following information: the name 
and address of the shipper; the date of shipment; the file num- 
ber for further reference; the correct weight of the shipment; 
the point of origin; the point of destination; the correct descrip- 
tion of the goods and container description; the correct rate 
on the shipment as described and packed; the correct total 
charges; the tariff authority; the effective date of the tariff; 
remarks; an invitation to communicate with the traffic depart- 
ment of the shipper if higher charges are billed. 


Facilities for Auditing Freight Bills 


The proper auditing of freight bills requires not only 
meticulous care in checking each item of information appearing 
on the face of the freight bills, but facilities for obtaining cor- 
rect rate information and proficiency in interpreting freight 
tariffs and rate information publications of all kinds of carriers. 

The facilities of the tariff files of the industrial traffic 
departments must be made available to the clerks auditing the 
freight bills and, where necessary, rate information that cannot 
be obtained from the tariff files must be obtained from the 
carriers. Rates between points from or to which shipments 
are made with a considerable degree of regularity are often 
tabulated and kept in loose-leaf or card index files so that the 
clerks auditing the bills may obtain the necessary information 
without checking the tariffs each time the rates are needed to 
audit freight bills. 

A typical form in which rate information is prepared for 
ready reference in auditing freight bills contains the following 
data: the commodity description; the package or container used; 
the point of origin; the point of destination; the carload rate 
and carload minimum weight; the less than carload rate; the 
tariff authority, including item and page, for the carload and 
less than carload rates; the effective date of the rate; the date 
on which the information above has been rechecked or revised. 

It is imperative that this information be kept thoroughly 
and accurately revised if it is to be of any value. 


Reaudits 


After the freight bills have been audited before payment, 
or as soon after payment as possible, many industrial traffic 
departments systematically reaudit the bills later, when the 
work can be done without interfering with current work. Bills 
on which overcharges are found are separated from those found 
to be correct and overcharge claims are prepared for filing 
against the carriers. The bills found to be correct are filed. 


A number of industrial traffic departments or the manage- 
ments of the companies permit the audited and reaudited bills 
to be audited again by freight bill auditing companies or by 
the traffic departments of trade associations or other commer- 
cial organization, if this service is performed for member 
industries by the associations. . If either of these methods of 
reaudit is resorted to, it is important that the bills be rechecked 
before the expiration of the time limits within which over- 
charges can lawfully be collected from the carriers. Whether 
or not second or third audits of freight bills are necessary or 
practicable depends on the efficiency and thoroughness of the, 
first audit, the nature of the traffic, the complexity of the rates,’ 
the rapidity of rate changes, and past experience with the col- 
lection of overcharges. 


The ideal in auditing freight bills is to insure that the cor- 
rect rates, and only the correct rates, are paid on each ship- 
ment as it was actually shipped and routed. Industrial concerns 
should use all facilities available to insure this result, provided 
the cost of auditing does not exceed the amount collected, and 
they should be willing to pay undercharges discovered in aud- 
iting for the same reasons that they are justified in expecting 
the carriers to pay the overcharge. 


REGULATION VS. CONTROL 


Speaking on “Government in Business” at a meeting of 
the Atlantic States Shippers’ Advisory Board at Philadelphia 
January 9, J. Howard Pew, president, Sun Oil Company, said 
that “a successful bit of surgery” would have to be performed 
on business soon to remove government interference. If this 
was not done, he said, business was “in for a long siege of the 
malady known as planned economy, and that disorder has gen- 
erally resulted fatally.” He said most business men conceded 
that relations between government and business were necessary 
but that a clear line of distinction must be drawn between gov- 
ernment regulation and government control. He said there was 
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no such thing as “just a little government control.” Once 
started, he added, government control always grows. 

As an example of this tendency he cited the case of the 
relations between the government and the railroads. When the 
Commission was created, he said, its function was merely “to 
impose certain regulations on the railroads. He continued: 


When the Commission’s power was extended to include certain 
features of control, then this control became vicious. At the last session 
of congress this control was extended over common and contact car- 
riers by truck; and within the last few weeks our bureaucratic friends 
who want government control of everything under the sun, have be- 
gun grinding out propaganda in favor of having privately owned trucks 
controlled by the government. Their propaganda employs choice bits 
of sophistry and specious arguments; but their real aim is to destroy 
the usefulness and flexibility of some three million privately owned 
trucks and to open the way to a new monopoly in transportation. 
The vast majority of trucks serve their owners exclusively. They do 
no contract or common carrier service. They are not by any stretch 
of the imagination proper subjects for government control. Let govern- 
ment take over control of them and you scatter government control to 
the doorstep of every industry and every home in the land. 

We may concede that public authority should limit the length, 
width, height and weight of trucks, but we are getting into an entirely 
different realm when government prescribes rates for their services; 
fixes their routes; dictates what kinds of freight they may move; and 
how many trucks an operator may employ. The only authority wise, 
fair and impartial enough to exercise such control is the immutable 
law of supply and demand, operating in a medium in which competition 
is free and unrestrained. 

When government goes beyond regulation and undertakes economic 
control, it is beyond its depth. A thousand imponderables enter into 
the fixing of prices for commodities or charges for services. To say 
that any governmental agency is competent to weigh all these im- 
ponderables and reach just determinations, is to assume that a political 
commission is somehow endowed with a greater wisdom than the whole 
sum of business experience, economic processes and human knowledge. 


TRANSPORT ASSOCIATION MEETING 


The board of directors of the Transportation Association of 
America, meeting at the Union League Club, Chicago, January 
14, voted to add two members to its number. They are C. C. 
Hine, president, Globe Milling Company, Los Angeles, Calif., 
and F. R. Bigelow, president, St. Paul Fire and Marine Insur- 
ance Company, St. Paul, Minn. The election of Mr. Bigelow was 
subject to his acceptance. 

In his report, Thomas B. Huff, president, spoke encourag- 
ingly about the growth of the association. In the membership, 
he said, there were now represented 38 states and 24 classifica- 
tions of agriculture and industry. He said work in organizing 
the first regional chapter of the association was making satis- 
factory progress. That chapter embraced northern Wisconsin, 
Minnesota, North and South Dakota, and Montana, he said. 
The object, he added, was to form a committee of approximately 
fifty farmers and business men in each congressional district. 
Work on the organization of eleven other chapters would follow 
the completion of the work in the northwest, he said. 

The board discussed the association’s research program. It 
was decided to conduct this work along three major lines, each 
under the supervision of a committee of the board. These com- 
mittees were appointed as follows: 


Committee on government ownership: Chairman, George B. Logan, 
— and Logan, St. Louis, Mo.; George R. Carr, vice- president, 
earborn Chemical Company, Chicago; M. L. Fleishel, president, Put- 
man Lumber Company, Shamrock, Fla.; E. C. Nettels, general traffic 
manager, General Foods Corporation, Battle Creek, Mich.; Carl S. Horn, 
president, Nebraska Cooperative Creameries, Inc., Hay Springs, Nebr. 
Committee on transportation development: Chairman, Sydney An- 
derson, vice-president, General Mills, Minneapolis, Minn.; L. O. Head, 
president, Railway Express Agency, New York City; J. L. Keeshin, 
president, Transcontinental Freight Lines, Inc., Chicago; L. C. New- 
lands, president, Oregon-Portland Cement Company, Portland, Ore.; J. 
J. Pelley, president, Association of American Railroads, Washington, 
D. C.; C. D. Sturtevant, president, Bartlett, Frazier and Company, 
Chicago. 

Committee on marketing and distribution: Chairman, H. B. Grom- 
mon, president, Farmers Grain Dealers Association of Illinois, Plain- 
field, Ill.; D. S. Adams, president, Adams Transfer and Storage Com- 
pany, Kansas City, Mo.; W. E. Humphreys, president, Jacobs Motor 
Transfer, Washington, D. C.; P. C. Miller, executive vice-president, 
Albert Miller and Company, Chicago; A. A. D. Rahn, president, Mid- 
land Implement Company, Billings, Mont.; H. G. Taylor, chairman, 
Western Association of Railway Executives, Chicago. 


A division on laws, regulations and taxation, to complete 
the research organization of the association, will be set up later. 


STATISTICS OF RAILWAYS 


The bound volume of the forty-eighth annual report of 
the Commission on statistics of railways in the United States 
for the year ending December 31, 1934, has been published. 
Copies may be obtained at $1.75 each from the Superintendent 
of Documents, Government Printing Office, Washington, D. C. 
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Air Transportation 





AIR TRANSPORT ASSOCIATION 


The Air Transport Association of America, an independent 
organization representing every regular commercial air line in 
the United States, was formed at a meeting at the Palmer 
House, Chicago, January 14. The new organization supersedes 
the air transport section of the Aeronautical Chamber of Com- 
merce, which was dissolved. It was felt that the more logical 
and effective arrangement was to gather the operating units in 
the air industry into an organization apart from the manufac- 
turing interests. It was stressed, however, that there would 
be a spirit of full cooperation between the two organizations. 

Fowler Barker, who was secretary of the air transport 
division of the A. C. of C., was elected secretary and treasurer 
of the new association. 

Edgar S. Gorrell, former president of the Stutz Motor Car 
Company, was elected president. It was generally understood 
that the constitution of the new organization gave its presi- 
dent broad executive powers. Questions along these lines to 
Mr. Gorrell met with the response that the objects of the asso- 
ciation were stated in its articles. They are as flloows: 


To promote and develop the business of transporting persons, 
goods, and mail by aircraft between fixed termini, on regular sched- 
ules, and through special service, to the end that the best interests 
of the public and the members of this association be served. 

To advocate the enactment of just and proper laws governing the 
air line business. 

To promote closer relations with and cordial cooperation among 
the members. 

To promote friendly relations with, and to secure the ecooperation 
and good will of the public. 

To improve the transportation servicee rendered by its members. 

To promote the construction of proper airports and airway aids 
over such routes as will best insure benefit to the public and the air 
line business, and to promote the maintenancee, repair and improve- 
ment of all airports used by air line operators. 

To promote the establishment of necessary terminals and con- 
necting schedules. 

To cooperate with all public officials in securing the proper en- 
forcement of all laws effecting air transportation. 

To promote aviation safety in general. 


W. A. Patterson, president, United Air Lines, was elected 
vice-president. The association decided to maintain headquar- 
ters at Chicago. 

Mr. Gorrell has been prominent in aviation since pre-war 
days. He was graduated from West Point and was in charge of 
the aerial squadron in the expedition after Villa into Mexico. 
In the World War he was first chief engineer officer of the 
U.S. air forces and later chief of staff of the A. E. F. air service. 


CHICAGO AIR LUNCHEON 


A half dozen air lines bought food, flowers, and entertain- 
ment—even zoological specimens—to the air transportation 
luncheon of the Traffic Club of Chicago at the Palmer House 
January 14. More than 500 attended. The speaker was E. V. 
Rickenbacker, general manager, Eastern Air Lines, most noted 
of American war aces. He spoke on “Air Transport Develop- 
ments.” 


He described advances in commercial air transportation in 
1935. That year, he said, outstripped 1934 in the number of 
passengers carried and in the amount of mail, express and 


freight carried. He also described extensions in services made 
~ in 1935, the most important of which was the new trans-Pacific 


clipper service. He added, however, that in his mind the great- 
est advance made by the air lines of America in that year was 
the development of a new spirit of cooperation and coordination. 
This, he said,.was attested by the adoption of universal scrip 
books good on every air line in the United States and by the 
new plan of coordinated rail-air express service between the 
air lines, on the one hand, and the Railway Exvress Agency, on 
the other. 

He predicted regular trans-Atlantic service for the near 
future. Experimental flights would be made in 1936, he said, 
with regular passenger, mail and express service following 
within two years. He described forty to fifty passenger air- 
planes now under construction that will be powered with four 
engines and capable of a speed of from 240 to 250 miles an hour. 
These, he said, would permit transcontinental schedules of four- 
teen hours. 








Cage of cavys, in charge of American Air Lines stewardess, being 
accepted by director of Lincoln Park Zoo, after a fast trip from 
Peru, S. A., via Pan-American Air Lines. 


He spoke at some length on European air transportation 
developments. He said he had just returned from an extended 
tour of Great Britain and the Continent but that nowhere had 
he seen commercial aviation developed to a point comparable 
with the United States. What progress there was, he said, was 
largely along military lines. He cited Germany as the European 
nation “most appreciative” of air possibilities but said that even 
in Germany commereial aviation lagged far behind the United 
States. 


Merrill C. Meigs, chairman, Aero Commission of Chicago, 
in a brief address welcomed to the city the new Air Transport 
Association of America, which was holding its organization 
meeting on that day. The response to this welcome was made 
by T. Park Hay, director of public relations, Transcontinental 
and Western Airlines. 


Guests arriving for the dinner met airline stewardesses who 
attached to coat lapels gardenias and California poppies picked 
on the west coast the afternoon before and shipped via the 
United Air Lines and the T. W. A. At the tables they found 
“pink” grapefruit sent via the Braniff Airways through the 
courtesy of the Brownsville, Texas, Chamber of Commerce and 
Creole pralines, newly arrived from New Orleans via the Chicago 
and Southern Air Lines. There was also a great basket of 
mixed fruits, a gift of the Chamber of Commerce of Phoenix, 
Ariz., brought by the American Air Lines. Following the lunch- 
eon Miss Sonia, from Mexico City, presented a brief program of 
Mexican dances. She had, it was announced, left Mexico the 
afternoon of the day before, via Braniff Airways, and would be 
back there the following morning. 


Charles Larrabee, on behalf of the Pan-American Air Lines, 
gave Floyd Young, director, Lincoln Park Zoo, a cage con- 
taining several Peruvian cavys, small animals, described by 
Director Young as the domesticated ancestors of the modern 
guinea pig. The animals, Mr. Larrabee said, had been shipped 
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via Pan American from Peru and had arrived in good condition 
after only a little over two days en route. 

A. H. Schwietert, acting director of traffic, Chicago Asso- 
ciation of Commerce, and chairman of the Tarffic Club’s public 
affairs committee, acted as toastmaster. Among the guests were 
many air line executives and a number of the better known 
pilots. The latter were introduced, as follows: Ernie Smith, 
T. W. A.; R. L. Baker, Pennsylvania Airlines; James H. Knight, 
United Air Lines; Ray Schroeder, Braniff Airways; E. L. 
Sloniger, American Air Lines; Louis Delong, Northwest Air- 
lines; W. J. Frey, Chicago and Southern Airlines; S. V. Tom- 
kins, Eastern Airlines, and Harry Musick, Central Airlines. 


OFF-LINE AIR SERVICE 


The Commission, by division 3, in Air Mail docket No. 10, 
Transcontinental & Western Air, Inc., San Francisco opera- 
tion, in the matter of the application of Transcontinental & 
Western Air, Inc., for permission to institute and maintain 
passenger and express schedules between Albuquerque, N. M., 
and San Francisco, Calif., has held that it has jurisdiction to 
entertain that application under section 15 of the air mail 
act of 1934, as amended. It holds that it has the duty to 
entertain the application and to proceed with a hearing to 
determine factually the existence, nature and extent of compe- 
tition, as well as the other matters it is required by the air 
mail act to take into consideration. 

This report is confined to the jurisdictional question. The 
Postmaster General contended that under the act the Com- 
mission had no jurisdiction whatsoever to authorize an air- 
mail carrier, such as the Transcontinental & Western Air, Inc., 
to institute passenger and express service off the line of its air- 
mail route after June 30, 1935. If non-competitive, the Post- 
master General contended, according to the report, the appli- 
cant was not forbidden by law from engaging in such service, 
and was not required to obtain permission from anyone. On 
the other hand, hé insisted, if competitive, such service was 
absolutely forbidden by law, and no tribunal might assume 
to “permit” it. 

Transcontinental & Western Air, Inc., by application under 
section 15 of the air mail act, sought permission from the Com- 
mission, “if such permission be deemed necessary, to institute 
and maintain schedules for the transportation by air of pas- 
sengers and express between Albuquerque and San Francisco 
via Winslow, Ariz., and Las Vegas, Nev., “upon approval by 
the Department of Commerce or other governmental body hav- 
ing jurisdiction thereof of air-transport operations over said 
territory.” The application was served on the Postmaster Gen- 
eral who filed an answer denyiny the jurisdiction of the Com- 
mission. Leave to intervene was granted to United Air Lines, 
Inc., and Western Air Express Corporation. 

Applicant and interveners hold air-mail contracts with 
the Post Office Department over routes in the territory indi- 
cated by the application, subject to section 15 of the air mail 
act. 

That part of the act says that after June 30, 1935, no 
air-mail contractor shall be allowed to maintain passenger or 
express service off the line of his air-mail route which in any 
way competes with passenger or express service available on 
another air-mail route, except that off-line competitive service 
which has been regularly maintained on and prior to July 1, 
1935, and such seasonal schedules as may have been main- 
tained in the year prior to July 1, 1935, may be continued if 
restricted to the number of schedules and to the stops sched- 
uled and in effect in such period or season. 

The section also authorizes the Commission, after investi- 
gation, if it finds that the receipts and expenses of an air-mail 
contractor to be so affected as tending to increase the cost of 
air-mail transportation, to order discontinuance of the com- 
petitive service. It also authorizes the Commission, if it finds 
public convenience and necessity require, to permit the insti- 
tution of additional service. 


The Commission said that although the applicant sought 
its permission the applicant was of the opinion that such per- 
mission was not required under the air mail act “by reason 
of the fact that. . . (the proposed) schedules. . . would not 
in any way compete with passenger or express service avail- 
able upon another air-mail route.” The applicant asked the 
Commission to segregate and pass first on the question of juris- 
diction. The Postmaster General also asked for decision on the 
jurisdictional question and the interveners filed briefs on that 
point. The United Air Lines Transport Corporation pointed 
out that the prohibition of the air mail act extended to service 
which competed “in any way” and was not confined to that 
which would duplicate service between points on an existing 
air —_ route. In disposing of the question the Commis- 
sion : 


The Traffic World 


Vol. LVII, No. 3 


We find that the act confers upon us jurisdiction to entertain the 
application. Whether we have authority to grant the application if 
the proposed service is competitive in any way with passenger or ex- 
press service available upon another air-mail route, whether such com- 
petition must be confined to service between the same points served by 
an existing route and that proposed to be established, or whether the 
proposed service would be competitive with any existing service regard- 
less of the meaning of the word ‘‘competes’’ as here used, are among 
the matters concerning which it would be premature to express an 
opinion here. Competition is not wholly a question of law. While the 
existence or non-existence of competition, and its nature and extent, 
may affect our ultimate power to grant or deny the application, it does 
not alter our jurisdiction and duty to entertain the application and to 
proceed with a hearing for the purpose of determining factually the 
existence, nature and extent of competition, as well as the other mat- 
ters we are required by the act to take into consideration. 


AIR CARRIER REGULATION 


Postmaster General James A. Farley, in a letter sent to 
Chairman Wheeler, of the Senate interstate commerce com- 
mittee, strongly objected to enactment of S. 3420, the commit- 
tee’s bill regulating air carriers, which was reported at the 
last session and is now pending on the Senate calendar. (See 
Traffic World, Aug. 3, 1935, p. 195.) 

“This bill has for its purpose the repeal of the greater 
portion of the present air mail laws and the enactment of 
substitute legislation,” said Mr. Farley, adding later that he 
did not think the present air mail law should be changed in 
any material respect at this time, and that from the stand- 
point of the question of the mail rate compensation to the 
carriers, “there is absolutely no necessity for the passage of 
this bill.” He contended that the power the Interstate Com- 
merce Commission had over air mail carriers was adequate to 
meet the necessities of the situation. 

“I consider the present law (air mail act of 1935) pro- 
vides an adequate method of securing transportation of the 
mails by air at reasonable rates,” said he in that part of his 
letter, continuing as follows: 


The present law contains safeguards protecting the public interest 
which would be repealed by the passage of this bill. The pending 
bill seriously and unnecessarily interferes with states and muunici- 
palities in the operation of their laws and ordinances relating to the 
establishment and maintenance of airports, which is bound to lead 
to friction between Federal and local governments. Monopolies in 
the air transport business should be and are specifically prohibited 
by law. The pending bill would repeal the present law and, in fact, 
specifically authorize combinations and mergers that would result 
in the establishment of monopolies. 

Competition should be encouraged in a new industry such as 
air transportation. Under the pending bill there can be no real com- 
petition. By reason of requirements of certificates of public convenience 
and necessity, competition is prevented at the outset. The air mail 
lines are subsidized and the present law fixes limits upon the extent 
of the service, the rate of compensation and the mileage that may 
be flown by the air lines each year. ‘ The proposed law removes these 
restrictions and is certain to result in a termendous increase in ex- 
pense to the government. 


Passage of the bill might have a detrimental effect on 
the air transportation industry; the law might be used to 
destroy some of the beneficial results of present laws, and no 
rddical change was needed in the present air mail law, said 
Mr. Farley. 

In addition to the regulation of air mail carriers by the 
Commission to the extent provided in connection with com- 
pensation for the carriers for handling mail, Mr. Farley pointed 
to safety regulation by the Bureau of Air Commerce of the 
Department of Commerce. Objecting to provisions in the bill 
providing for regulation of rates, fares and charges of airports 
and air carriers, the Postmaster General said: 


The infant air transport industry has found it necessary to have 
different rates per mile for the carrying of passengers and express 
in different localities. It has attempted to fix rates to meet proper 
demands for air travel, and competition. In order to supplement reve- 
nues which they have obtained from their mail contracts, they have 
used various methods to build up their passenger and express busi- 
ness. And again it is repeated that in the experimental state in which 
this industry now is, it is more likely to suffer than to be benefited 
by being compelled to observe strict or hidebound rules and regula- 
tions with reference to fixed charges for the carrying of passengers 
and express, than if they are permitted to continue to feel their way 
along, test out public sentiment, and adopt such practices and 
fix such tariffs as they think will produce increased revenues and 
business. Again, it is emphasized that it is my opinion that the 
natural and fair competition existing will do more to develop the avia- 
tion industry than any rules made by a government bureau. 


With respect to interfering with Post Office Department 
control of air mail lines, Mr. Farley said: 
Under the proposal, the Commission would have control of all 


the air mail lines. This is properly a function of the postoffice de- 
partment; and so far as directing the lines by any governmental de- 
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partment is concerned, that should be done by the commerce depart- 
ment and by the postoffice department as to air mail lines. 

The air mail service must be coordinated with regard to railroads, 
steamship lines, star route services and connecting airlines, and those 
in the postoffice department who administer the air mail serivce are 
in much better position to know the needs of the government with 
respect to carrying the mails than is the Interstate Commerce Com- 
mission. 

To allow any other agency of the government to fix schedules 
of air mail carrying planes than the postoffice department would 
seriously impair the value of air mail service. The postoffice depart- 
ment now fixes the schedules of all the air mail lines so that prompt 
connections are made at terminal points resulting in speedy dispatch 
of the mails and excellent connections for passengers. This is all done 
very simply by the postoffice department with full accord and agree- 
ment with the contractors and it is done without a lot of expensive 
and tedious hearings and red tape. 


AIR TRAFFIC 


Scheduled air lines operating in continental United States 
carried 50,534 passengers in November, 1935, according to 
reports to the Bureau of Air Commerce, Department of Com- 
merce, from the 23 companies operating that month. 

Those scheduled air lines flew 4,300,751 miles, carried 
361,839 pounds of express, and flew 20,837,309 passenger miles 
in November. (A passenger mile is the equivalent of one pas- 
senger flown one mile.) 

Comparisons with July and October, 1935, and November, 
1934, are shown in the following: 


Domestic Air Line Operations Statistics 


July, 1935 Oct., 1935 Nov., 1935 Nov., 1934 
23 24 


Reporting companies ........ 23 21 


Operating companies ........ 23 24 23 21 
Passengers carried ......... 85,546 70,924 50,534 39,326 
Express carried (pounds)... 335,762 488,019 361,839 197,871 
Express pound miles flown. .178,691,741 269,762,555 203,045,535 (*) 
ET MNOUNER: © oie s acwaaw et eans< 5,604,519 5,288,180 4,300,751 3,543,653 
Passenger miles flown ..... 34,042,284 28,787,563 20,837,309 17,295,427 
Passenger seat miles flown.. 59,479,271 55,507,329 45,116,154 31,618,693 
Per cent used—seats......... 57.23% 51.86% 46.19% 54.70% 


*This information not requested until January, 1935. 


TRANS-PACIFIC AIR SERVICE 
The next flight on the trans-Pacific air mail route will 
leave San Francisco January 22 and the return flight will 
leave Manilla, P. I., February 1, according to Harllee Branch, 
Second Assistant Postmaster General. 


IMPROVEMENT OF AIRPORTS 


Approval of the Bureau of Air Commerce of the Depart- 
ment of Commerce has been given for 39 additional airport 
projects and for four air marking programs proposed for de- 
velopment with Works Progress Administration funds. The 
projects are situated in Alabama, Florida, Idaho, Indiana, Mich- 
igan, Minnesota, Mississippi, Montana, Nevada, Ohio, Oregon, 
Pennsylvania, South Carolina, Texas and Wisconsin. 


AIRPORTS AND LANDING FIELDS 


There were 2,369 airports and landing fields in the United 
States on January 1, 1936, according to the Bureau of Air Com- 
merce, Department of Commerce. Of these, 698 were partially 
or fully lighted for night use. 

The total included 739 municipal and 494 commercial air- 
ports, 291 Department of Commerce intermediate landing 
fields, 631 auxiliary fields, 63 army airdromes, 26 naval air 
stations, and 125 miscellaneous government, private and state 
airports and landing fields. 

On January 1, 1935, there were 2,297 airports and landing 
fields. 

Six states had more than 100 airports and landing fields 
each on January 1, 1936: California, 192; Texas, 134; Michigan, 
117; Pennsylvania, 117; Florida, 107 and Ohio, 103. 


PILOTS AND AIRCRAFT 


There were 14,805 pilots and 7,371 aircraft holding active 
Department of Commerce licenses on January 1, according to 
the Bureau of Air Commerce. This represented an increase 
of about 1,000 in the number of pilots and a similar increase 
in aircraft since January 1, 1935, when there were 13,949 
licensed pilots and 6,339 licensed aircraft. 

Unlicensed aircraft (bearing identification numbers only) 
were less numerous at the beginning of 1936 than a year be- 
fore. There were 1,701 unlicensed aircraft on January 1, as 
compared with 1,983 on January 1, 1935. The total of all civil 
aircraft in the United States on January 1 was 9,072, as 
against 8,322 a year before. 
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Among the 14,805 persons holding pilots’ licenses as of 
January 1 were 7,186 transport, 909 limited commercial, 5,961 
private, 746 amateur and 3 industrial pilots. (New licenses no 
longer are issued in the industrial grade.) The licensed pilots 
included 410 women classified as follows: Transport, 71; lim- 
ited commercial, 29; private, 256; and amateur, 54. 


RAIL PASSENGER SERVICE 


Editor The Traffic World: 

Your editorial of January 4, “Why Railroads Lose Pas- 
sengers,” is commendable in many respects. It points out some 
of the faults of railroad passenger service in rather severe 
terms. However, as a railroad man of twenty years’ experience, 
in a minor position, and being somewhat familiar with operat- 
ing conditions, I feel that at least some of the statements in 
your editorial should not go unchallenged. 

The passenger train service in the recent holiday season, 
with heavy passenger travel, heavy mail and express, and un- 
favorable weather, was, for the most part, unsatisfactory not 
only to the passengers, but also to railroad operating and 
passenger departments. It is regrettable that, at a time when 
passenger traffic was heavier than in several years, such a 
showing should have obtained. However, the railroads did 
perform, even though poorly in some instances, when other 
transportation agencies failed altogether. 

Your position that a contented customer is a valuable 
asset is absolutely correct. I would say that a contented cus- 
tomer is the most valuable asset to a railroad, or to any other 
industry. Especially in unusual weather or travel conditions, 
it is the duty of railroad employes, both in train and station 
service, and the official and traveling representatives in the 
operating and passenger departments, to be more than usually 
alert and “on their toes,” to see that the best possible service 
and as near on-time performance as consistent is given the 
public. Patrons of passenger trains and friends awaiting their 
arrival at terminals should be given information in case of 
unusual delays. Bulletin boards and information bureaus 
should give correct data. Employes on the trains and in sta- 
tions should be alert, courteous, and accommodating, for the 
railroad is, to a large extent, judged by these employes and 
their conduct more than by the officials or the management 
whom the customers seldom see. No sales talk or solicitation 
speaks so loudly as good service, and no excuse is poorer than 
poor service and an indifferent attitude on the part of em- 
ployes. 

With respect to schedules of passenger trains, I may say 
that these schedules are now faster than at any time in the 
past. They have been made so to satisfy the demands of the 
public and in an effort to increase patronage. When operat- 
ing conditions are normal or anywhere near normal, these 
schedules are maintained. However, when weather or traffic 
conditions are unusually bad, it is all but impossible to main- 
tain these high speeds and still operate safely. The railroads 
have long been leaders in the “safety first’ movement, and 
their record in handling millions of passengers without having 
a passenger killed in a train accident in 1935 places them 
ahead of any other transportation agency in the world. A 
passenger on a railway train enjoys safety that is not found 
anywhere else. In times of heavy snow or rain, with danger 
of derailment or -washout, and when telegraph and signal 
operations suffer by reason thereof, the railroads would rather 
retard the service a little than force high speed and endanger 
the lives of the passengers they carry. I am not attempting 
to make excuses for the poor performance of passenger trains, 
nor for the short-comings of railroad employes, but the safety 
of passengers is also to be taken into consideration. 

The customer, in using his automobile, does not expect 
to make as good time when the roads are bad as in good 
weather. Still, the increase in the number of deaths and 
injuries attributable to automobile operation on the highways 
is appalling. When Mr. Customer cannot use his automobile 
because of the condition of the highways, he rides on a train 
and gets a safe ride, even though the train may not operate 
exactly on time. 

The second to last paragraph of your editorial brought 
forth a sigh of “Ah,—Utopia!” Conditions never before known 
either at home or during travel are demanded of the railroads 
today. Mr. Customer does not have an air-conditioned home 
or an air-conditioned automobile. When he makes a trip in 
the winter he expects to sit in his automobile in a more or less 
cramped position, with his overcoat on and, perhaps, with cold 
feet. But if he rides on a passenger train, he expects plenty 
of room to sit or walk, the accommodations of a first class 
hotel, a lounge or recreation car, the balmy air of southern 
Florida, with breeze; and the temperature in an air-conditioned 
car had better not be less than 70 nor more than 72 degrees. 
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And all of this at a cost per mile less than that of driving 
his automobile. 

The railroads have done most of the things mentioned in 
that paragraph. They have pioneered in air-conditioning, and 
thousands of cars are now so equipped, with more being added 
each year. They have speeded up the service as much as safety 
will permit and maintain the schedules under normal condi- 
tions. Indeed, some of. the schedules have been speeded up 
to such extent, by reason of competition and public demand, 
that there is concern in some minds as to whether they are 
entirely safe. Passenger fares have been reduced on all of 
the southeastern and the western railroads. Equipment has 
been modernized or reconditioned, and new equipment added, 
to the extent that money has been available for such work; 
much money has been borrowed from the Reconstruction Fi- 
nance Corporation and other agencies for some of this work 
and other important railway improvements—all because the 
railroads want to give Mr. Customer the best that is possible 
in transportation, and, frankly, want to win him back from 
the automobile and other transportation agencies, at least for 
the longer distances. There is still room for improvement, and 
improvements are being made. However, the railroads have 
not been so prosperous in the last five years and only a re- 
vival of patronage can enable them further to modernize their 
trains, other facilities, and service. 

I think the person mentioned in your editorial was right 
in making his complaint to an official of the railroad in ques- 
tion and it is to be hoped that steps were taken to improve the 
conditions complained of. But I think that men in positions 
like yourself are injuring the railroads and their opportunities 
to improve their service by publishing articles like the one 
referred to and ending them with the statement that you don’t 
know what the cure is. 

I profoundly hope that the day never comes when govern- 
ment ownership of the railroads takes place. But an editorial 
of the type referred to, read by thousands of people, only 
makes more enemies for the railroads, especially among the 
uninformed, and increases the agitation for public ownership. 
Many people seem to think the cure lies there. It does not. 
Our experience during and after the World War, and the ex- 
periences of other nations, prove quite the contrary. With 
public ownership comes a cessation of state and national income 
from the taxes now paid by the railroads, amounting to about 
three-quarters of a million dollars a day, together with in- 
creased operating costs, which must be borne by the public, 
and poorer service, to say nothing of the element of political 
control. 

The railroads are coming back! Both passenger and 
freight traffic are improving; earnings are increasing propor- 
tionately; and, with the return of better times in other lines 
of business, the railroads will, notwithstanding the fact that 
they are the most regulated industry in all the world, continue 
improvements now under way or in contemplation, and give 
that reliable, efficient, and safe service that has characterized 
them in the past, with still greater speed, comfort and safety, 
and which will win back much of their lost traffic. But they, 
like other forms of business, must be alive and alert, and 
must keep abreast of modern developments and improvements. 

This letter is written in the spirit of frank discussion of the 
problems of the railroads in the hope that, should it be pub- 


lished, it might be helpful in solving some of their difficulties. | 


Louisville, Ky., Jan. 9, 1936. E. J. Lamy. 





Editor The Traffic World: 

Your editorial in the issue of January 4, “Why Railroads 
Lose Passengers,” intérested me very much. I do believe there 
is a great field for improvement in passenger service despite 
the strides of the past year or two, and must admit that more 
than once I have been annoyed at seemingly needless delays. 
Nevertheless, your comment and selection of typical examples 
must leave the casual reader with an impression of railroad 
performance which is somewhat below the standards which 
usually prevail. 

A case in point: On Sunday, December 22, I had occasion to 
go to Chicago to meet my sister-in-law, who was en route from 
New Jersey. She arrived on the second section of the Penn- 
sylvania’s “Manhattan Limited,” and was, it is true, somewhat 
over an hour late. However, the first section of this thousand 
mile train arrived only ten minutes behind schedule, and I am 
told that the second section had been the third out of New 
York. We traveled to Milwaukee on the Northwestern’s “400” 
and arrived precisely on time, despite a fast schedule and an 
exceptionally heavy train. 

On January 3, Friday, we left Milwaukee on the Hiawatha 
—again precisely on time, despite a through run from the Twin 
Cities with holiday traffic—and arrived at Chicago two min- 
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utes before schedule. The “Pennsylvania Limited,” I am 
told, provided excellent service throughout, was on time, and 
made a special stop at Metuchen, New Jersey, for the dis- 
charge of my sister. I returned to Milwaukee on the “North- 
western Limited,” which—again—was on time, and I traveled 
in a truly de luxe coach, as I had on the other trips. 

Even allowing for the difficulty of maintaining schedules 
with heavy trains and several sections, especially with the speed 
of modern schedules and the consequent lack of opportunity to 
make up lost time, I wonder whether the instances cited are 
really “typical” or are rather extreme. 

And since the impression is given that such things do not 
occur in other lines of business, I am prompted to wonder what 
are your reactions when you have to shop in a holiday crowd, 
drive in holiday traffic, or when heavy mails, perhaps, delay 
the scheduled arrival of your own excellent publication. 

J. W. Higgins, Jr., 
Commercial Agent, 
Lehigh Valley R. R., Co. 
Milwaukee, Wis., Jan. 8, 1936. 





We insist that the examples we have given are typical of rail 
passenger service in times of heavy travel combined with cold 
weather—not stormy weather, but just cold weather. That the 
writer of the above letter is able to cite examples of trains on time 
does not disprove what we have said, especially in view of the fact 
that the trips to which he refers were not made in very cold weather— 
at least he does not say they were—and were not made in the Christ- 
mas holiday season. Of course, what we have said cannot be fairly 
construed to give the impression that there are no failures in service 
in other lines of business—but just now we are talking about rail 
passenger service and not about other lines of business.—Editor The 
Traffic World. 


SHIP FOR U. S. LINES 


That Secretary Roper, of the Department of Commerce, 
expects a new ship, costing around $11,000,000 or $12,000,000, 
to be built by the United States Lines for operation in the 
north Atlantic, without waiting for Congress to pass new ship 
subsidy legislation, was indicated by the Secretary at his press 
conference January 15. Under existing law the department 
may lend up to 75 per cent of the cost of the ship to pay for 
its construction, and if the department approves the pending 
contract between the United States Lines and the Newport 
News Shipbuilding and Dry Dock Company, it is expected a 
75 per cent loan will be made. In a statement about the mat- 
ter the Secretary said: 


On December 16 the United States Lines Co. filed for approval 
by this department a contract with the Newport News Shipbuilding 
and Dry Dock Co. for the construction of a third vessel of the Man- 
hattan-Washington type. Certain modifications of the plans which will 
make the new vessel a much more efficient and economical addition 
to the merchant marine have been suggested and tentatively agreed 
upon, and the necessary changes in the plans and contract price are 
now being made. This of course takes time, but the company and the 
department have been in constant communication as to the progress 
being made. Final action by the department of commerce on the con- 
tract will be deferred for a reasonable period as it is desired that 
so far as possible these changes be included in the original contract 
before its approval. 


} LATIMER IN TWO JOBS 

Murray W. Latimer, chairman of the Railroad Retirement 
Board created to administer the railroad employes’ pension 
act, the constitutionality of which has been challenged by the 
railroads, has been appointed director of the Bureau of Fed- 
eral Old Age Benefits of the Social Security Board. This 
bureau, said an announcement by the board, would administer 
the part of the social security act through which old age 
benefits will be paid to persons over 65. Mr. Latimer will con- 
tinue to hold his office with the Railroad Retirement Board 
and will serve the Social Security Board without additional 
compensation “during the initial period of organization.” The 
board said Mr. Latimer was probably the outstanding authority 
on industrial old age pension systems; that he had written 
“the standard treatise” on that subject; that from 1923 to 1926 
he was a member of the faculty of the Harvard Graduate 
School of Business Administration, and that from 1926 to 1933 
he was chief statistician of Industrial Relations Counselors, 
Inc., of New York City. 


FLORIDA SHIP CANAL 
A subcommittee, consisting of Senators Copeland, Fletcher 
and Vandenberg, has been appointed by Chairman Copeland, 
of the Senate commerce committee, to consider the Vanden- 
berg resolution raising questions about the Florida ship canal, 
construction of which has been begun with federal unemploy- 
ment relief funds. 








—-— a se. a se ee ee ee ee eee eee 








I am 
e, and 
ie dis- 
North- 
aveled 


edules 
. speed 
nity to 
ed are 


do not 
r what 
crowd, 
. delay 


~ 


0. 


of rail 
th cold 
hat the 
on time 
the fact 
eather— 
+ Christ- 
e fairly 
| service 
out rail 
tor The 


nmerce, 
000,000, 

in the 
pw ship 
is press 
artment 
pay for 
pending 
Yewport 
ected a 
he mat- 


approval 
pbuilding 
the Man- 
hich. will 
addition 
y agreed 
price are 
y and the 
progress 
the con- 
ired that 
contract 


tirement 
pension 
i by the 
of Fed- 
d. This 
iminister 
old age 
will con- 
it Board 
dditional 
n.” The 
4uthority 
- written 
3 to 1926 
Graduate 
> to 1933 
unselors, 


Fletcher 
Sopeland, 
Vanden- 
‘ip canal, 
nemploy- 





January 18, 1936 


Eastman on Regulation ~ 


Reveals Bill Regulating “Wharfingers” Is Being 
Prepared—Urges Passage of Water Carrier 
Regulation Measure—Regulation ‘Not 
for Love of Regulation” 


In an address before the Association of Marine Terminal 
Operators—aAtlantic Ports, at the Hotel Mayflower, Jackson- 
ville, Fla., January 13, Joseph B. Eastman, Federal Coordinator 
of Transportation, after expressing the opinion that the water 
carrier regulation bill pending in the Senate was “deficient” 
in that it did not include provision for regulation of port ter- 
minal facilities, said there was need for such regulation and 
“we are working on a bill to accomplish that purpose, and 
in the bill are endeavoring to meet every reasonable objection 
which has been offered to previous drafts.” 

The Coordinator referred to his address of November 11, 
1935, before the Association of Port Authorities at Houston, 
Tex. (see Traffic World, November 16, p. 851), in which he 
went fully into the subject of regulation of port terminal facil- 
ities and charges for port services, and said he would not re- 
peat the remarks made there. 

“We have no desire, I can assure you, to put the port 
terminal business in any strait-jacket,” said he. “What we 
have in mind is only such power as may be necessary to curb 
the excesses and abuses which you all know have grown up 
and are developing in the business. I think we ought to be 
able to come to an agreement with those who have the same 
purpose in mind.” 

Aside from the “wharfinger” aspect of the water carrier 
bill, the Coordinator said he hoped it would pass. Without 
going into details, there were two broad reasons for the water 
carrier bill as he saw it, said he. 


Fair Play in Competition 


“One will be found in the internal conditions within the 
water carrier industry, and the other is the situation which 
exists between the railroads and the water lines,” said he in 
that part of his address, continuing as follows: 


Conditions within the industry are not healthy, at least in the 
case of the common carriers which undertake to meet the general 
demands of the public, and it is with those that I am most concerned. 
There is no need for regulating the contract and the private carriers, 
except only to the extent that may be necessary to protect the com- 
mon carriers against unfair competition. But common carriage by 
water along the coasts, on the Great Lakes, and on the inland water- 
ways is not now and for_a long time has not been an attractive field 
for private capital. The government has had to supply most of the 
funds in one way or another. Most of the boats are old or well 
along in years, and the operators are generally dissatisfied with 
the conditions that prevail. Formerly hostile to federal regulation of 
the kind now proposed, their attitude has gradually changed, so that 
most of them now favor it. They have tried to remedy conditions by 
agreements among themselves, but with very little success. They 
recognize that conditions are not what they should be, and are getting 
worse, and that there is need for stabilizing control on the part 
of the government. 

Strife between the railroads and the water lines is every day 
becoming more acute. Until about 1920, the railroads had practically 
a free hand in such competition and made good use of their oppor- 
tunities from their own point of view. As you know, they swept the 
rivers and inland waterways practically free of competing craft. In 
1920 the Commission was given power to fix minimum railroad rates, 
and that power, together with the greatly strengthened fourth sec- 
tion of the interstate commerce act, changed the picture radically. 
The opening of the Panama Canal and government expenditures on 
other waterway and marine improvements were also important factors, 
as was the large supply of vessels built by the government during 
the war and available at low prices. In consequence of these changed 
conditions, the railroads began to experience greatly increased and 
very keen competition from the water lines, and this coincided with 
an extraordinary increase in competition on the highways, to say 
nothing of the pipe lines and the air. 


Naturally the railroads began to fight back, and to chafe at the 
restrictions which regulation imposed upon them in the reduction of 
rates, while their competitors had a free hand and were not obliged 
even to adhere to published rates or prohibited from granting rebates 
to favored shippers. The situation is not the same as it used to be, 
for in the old days the railroads had a great volume of noncompetitive 
traffic which gave them such reserve strength in any rate war with 
the water lines. Today they are meeting competition all along the 
line and of many different descriptions. 

The result of all this is that we are faced directly with the ques- 
tion of fair play in competition, and cannot escape it. Either the 
water lines must be brought under much the same degree of regula- 
tion as is imposed on the railroads and the motor carriers, or the 
latter must be given an opportunity to compete on more nearly equal 
terms. One or the other of these things will, I feel confident, be done. 
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For my own part, I have not the slightest doubt as to what the choice 
should be. Neither the railroads nor the water lines nor, in the end, 
the shippers have anything to gain from unrestrained competition, 
and least of all the water lines. On the other hand, fair and im- 
partial regulation will not do away with competition, but it will stabil- 
ize conditions and put competition on a plane where those who engage 
in it will have a better opportunity to make a decent living. 

So I regard the bill for the regulation of the water carriers which 
is now pending in the Senate as a measure which is in no way 
designed for the oppression of those carriers but which will, on the 
contrary, tend to improve the conditions in the industry and prevent 
destructive and ruinous competition, not only between the water 
lines themselves, but between them and their rivals, the railroads. 


Englishman’s Views 


Mr. Eastman quoted liberally from an address on trans- 
portation by “a man of great wisdom and experience” whom 
he identified later as Sir Cyril Hurcomb, Permanent Secretary 
of the British Ministry of Transport. 

“This country has not, of course, intensified the public 
control of transportation from any love of regulation for regu- 
lation’s sake,” said Sir Cyril in his address in which he dis- 
cussed the problem presented by competition in transporta- 
tion, and the resulting need for regulation. 

“We are not, however,” continued Sir Cyril, “forced to 
either of the two extremes of unrestricted competition on the 
one hand or an absolute monopoly of all means of transport 
on the other. There is an intermediate position which we 
appear in fact to be reaching. It is the compromise of regu- 
lated and coordinated monopolies, quasi-monopolies or licensed 
operation of the different means of transport—road, rail or 
water—each functioning in appropriate areas or within other- 
wise defined limitations, and offering alternative and comple- 
mentary services to the trading and traveling public.” 

The words of Sir Cyril, said Coordinator Eastman, showed 
there was nothing unique about our transportation problems, 
that other parts of the world were having much the same 
troubles, and that they were finding it necessary to use much 
the same means of curing them. 

After referring briefly to the inception of railroad regu- 
lation many years ago, and the task of the Commission under 
the motor carrier act, Mr. Eastman said the regulating body 
intended to proceed cautiously and do everything in its power 
to adjust its methods of regulation to the conditions it would 
find in the motor carrier industry. 

“Regulation, like dentistry, cannot be made an altogether 
painless performance, but it need not be an instrument of 
torture,” said he. “It is the ambition of the Commission to get 
the necessary results with as little inconvenience as possible 
to all concerned.” 


The Coordinator directed attention to Sir Cyril’s remark 
that the latter’s country had not intensified public control of 
transport from any love of regulation for regulation’s sake. 

“The same is true here,” said he. “The Interstate Com- 
merce Commission is not proposing these bills because it 
wishes to magnify itself, or with any thought of promoting 
the cause of any particular form of transportation. The fact 
is that transportation is now much more than a railroad affair, 
and if it is to be brought under a proper degree of stabilizing 
control in the general public interest, there is no escape from 
the conclusion that the whole field must be covered.” 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Department of Commerce on freight agreements filed pursuant 
to the provisions of section 15 of the shipping act, 1916, as 
amended: ° 
Agreements Approved 


Agreement No. 3626 between American Hampton Roads Line 
(Southgate Nelson Corporation, managing agents), and American- 
Hawaiian Steamship Company, providing for the transportation of 
cargo on through bille of lading from London, Hull, Leith, Dundee, 
and other United Kingdom ports of call of American Hampton Roads 
Line to U. S. Pacific Coast ports with transshipment at Boston or 
Philadelphia. 

Agreement No, 4568 between Mitsui Bussan Kaisha, Ltd., and Pan- 
Atlantic Steamship Corporation providing for the transportation of 
cargo on through bills of lading from Penang, Straits Settlements; 
Kobe, Nagoya, Shimizu, and Yokohama, Japan, to U. S. Gulf ports, 
with transshipment at New York. 

Agreement No. 4581 between Canadian Pacific Steamships, Ltd., 
Canadian Pacific Railway Company, Border Line Transportation Com- 
pany, and American-Hawalian Steamship Company providing for the 
transportation of cargo under through bills of lading from China, 
Japan, and Philippine Islands to U. S. Atlantic Coast ports, with trans- 
shipment at Vancouver and Seattle. 

Agreement 4593 between Kokussi Kisen Kabushiki Kaisha and 
Swayne & Hoyt, Ltd. (managing owners Gulf Pacific Line), provid- 
ing for the transportation of cargo under through bills of lading from 
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ports in China, Japan, Philippine Islands, and Straits Settlements to 
U. S. Gulf ports, with transshipment at Los Angeles Harbor. 

Agreement 4594 between Kokusai Kisen Kabushiki Kaisha and 
Gulf Pacific Mail Line, Ltd. (Swayne & Hoyt, Ltd., managing agents), 
providing for the transportation of cargo under through bills of 
lading from ports in China, Japan, Philippine Islands, and the Straits 
Settlements to U. S. Gulf ports, with transshipment at Los Angeles 
Harbor. 

Agreement No. 4720 between the Ocean Steam Ship Co., Ltd., and 
the China Mutual Steam Navigation Co., Ltd., and Luckenbach Gulf 
Steamship Company, Inc., providing for the transportation of cargo 
under through bills of lading from China, Hongkong, and Japan to 
U. S. Gulf of Mexico ports, with transshipment at Seattle, Tacoma, San 
Francisco or Los Angeles Harbor. 

Agreement No. 4734 between Seas Shipping Company, Inc. (Robin 
Line), and Seatrain Lines, Inc., providing for the transportation of 
cargo on through bills of lading from Cape Town, Port Elizabeth, 
East London, Port Natal, and Mossel Bay, Union of South Africa; 
Lourenco Marques, Beira, Port Amelia, Mozambique, Angoche, Quilimane, 
Chinde and Inhambane, Portuguese East Africa; Das-es-Salaam, Zanzibar, 
Tanga, Lindi, Kikindani, Kiswere, Pangani, and Kilwa, Tanganyika 
Territory; Mombasa, Malandi and Lamu, Kenya Colony to New Or- 
leans, with transshipment at New York. 


Agreement No. 4748 between Luckenback Steamship Company, 
Ine., and American South African Line, Inc., providing for the trans- 
portation of paints, machinery, infusorial earth in bags, barrels or 
boxes, powdered or in bricks, and rubber battery boxes from U. S. 
Pacific Coast ports to Capetown, Port Elizabeth, East London, and 
Port Natal, Union of South Africa, Lourenco Marques, and Beira, 
Portuguese East Africa, with transshipment at New York. 


Agreement No. 4764 between Bull Insular Line, Inc., and Lucken- 
back Steamship Company, Inc., providing for the transportation of 
rum, in cases, on through bills of lading from Puerto Rico to Los 
Angeles Harbor, San Francisco, Oakland, Portland, Seattle, and Ta- 
coma, with transshipment at New York. 


Agreement No. 4778 between American-Hawaiian Steamship Com- 
pany and Union Steam Ship Company of New Zealand, Ltd., provid- 
ing for the transportation of cargo under through bills of lading from 
U. S. Atlantic Coast ports to Papeete, Tahiti, with transshipment at 
San Francisco. 


Agreement No. 4780 between Oceanic & Oriental Navigation Com- 
pany and American-Hawaiian Steamship Company providing for the 
transportation of cargo, with the exception of silk, bullion and specie, 
under through bills of lading from China, Japan, Philippine Islands, 
French Indo-China and Siam to U. S. Atlantic Coast ports, with 
transshipment at San Francisco or Los Angeles Harbor. 

Agreement No. 4783 between Bermuda & West Indies Steamship 
Co., Ltd., and Luckenback Steamship Company, Inc., providing for the 
transportation of rum in cases and/or barrels on through bills of 
lading from the Virgin Islands to U. S. Pacific Coast ports, with trans- 
shipment at New York. 

Agreement No. 1186-C, between Oriole Lines and Nelson Steam- 
ship Company cancelling agreement numbered 1186, which provides 
for the transportation of cargo on through bills of lading from Liver- 
pool, Manchester, Glasgow, Avonmouth, Cardiff, Belfast, Dublin, Cork, 
and Londonderry to U. S. Pacific Coast ports, with transhipment at 
Baltimore. 

Agreement No. 1352-C, between Nelson Steamship Company and 
American Hampton Roads Line cancelling agreement numbered 1352, 
which provides for the transportation of cargo on through bills of 
lading from Pacific Coast ports to London, Hull, Leith, Dundee, and 
other East Coast United Kingdom ports, with transhipment at Balti- 
more. 


Agreement No. 1826-C, between the New York & Cuba Mail Steam- 
ship Company and the New York and Porto Rico Steamship Company, 
cancelling agreement numbered 1826, which provides for the trans- 
portation of guava paste on through bills of lading from Havana, 
Cuba, to Puerto Rico, with transhipment at New York. 


Agreement No. 1827-C, between the New York & Cuba Mail Steam- 
ship Company and the New York and Porto Rico Steamship Company, 
cancelling agreement numbered 1827, which provides for the trans- 
portation of refined sugar, rope, and corn on through bills of lading 
from Havana, Cuba, to Puerto Rico, with transhipment at New York. 

Agreement No. 4052-C, between American-Hawaiian Steamship 
Company and National Steam Navigation Co., Ltd., of Greece, can- 
celling agreement numbered 4052, which provides for the transportation 
of cargo on through bills of lading from U. S. Pacific Coast ports 
to Beirut, Syria; Haifa and Jaffa, Palestine; and Alexandria, Egypt, 
with transhipment at New York. 


Agreement No. 4306-C, between National Steam Navigation Co., 
Ltd., of Greece and American-Hawalian Steamship Company cancelling 
agreement numbered 4306, which provides for the transportation of 
cargo on through bills of lading from Piraeus and Patras, Greece: 
Alexandria, Egypt; and Izmir, Turkey, to U. S. Pacific Coast ports, 
with transhipment at New York. 


Agreement No. 4641-1, between Seas Shipping Company, Inc. 
(Robin Line), and Pan-Atlantic Steamship Corporation, modifying 
agreement numbered 4641, which provides for the transportation of 
cargo on through bills of lading from specified South and East African 
ports to U. S. Gulf ports, with transhipment at New York. 


Conference Agreement No. 57-9, between Barber Steamship Lines, 
Inc., and American Mail Line, Ltd., Dollar Steamship Lines, Inc., Ltd., 
Osaka Shosen Kaisha, and other member lines of the Pacific Westbound 
Conference, recording agreement of Barber Steamship Lines, Inc., to 
observe rates and conditions of the Pacific Westbound Conference for 
transportation of cargo from Pacific Coast ports of the United States 
and Canada to ports in the Far East and agreement of the conference 
lines to permit contract shippers to utilize vessels of Barber Steam- 
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ship Lines, Inc., without being held to have violated their contract 
to confine their shipments to vessels of conference members. 


Agreements Cancelled 


Agreement No. 439, between American-Hawaiian Steamship Com- 
pany and Union Steam Ship Company of New Zealand, Ltd., which is 
superseded by agreement numbered 4778. 

Agreement No. 659, between Oceanic and Oriental Navigation Com- 
pany and American-Hawaiian Steamship Company, which is super- 
seded by agreement numbered 4780. 

Agreement No. 1324, between Blue Funnel Line, Dodwell and 
Company, Ltd., agents, and Luckenbach Gulf Steamship Company, 
Inc., which is superseded by agreement numbered 4720. 

Agreement No. 2338, between Luckenbach Steamship Company, Inc., 
and American South African Line, Inc., which is superseded by agree- 
ment numbered 4748. 

Agreement No. 3772, between National Steam Navigation Company, 
Ltd., of Greece and Panama Mail Steamship Company (Grace Line), 
providing for the transportation of cargo on through bills of lading 
from Piraeus, Patras, Greece; Alexandria, Egypt, and Izmir, Turkey, 
to Los Angeles Harbor and San Francisco, with transhipment at New 
York. 

Agreement No. 3848, between Luckenbach Steamship Company, Inc., 
and American South African Line, Inc., which is superseded by agree- 
ment numbered 4748. 

Agreement No. 4050, between Panama Mail Steamship Company 
(Grace Line) and National Steam Navigation Company, Ltd., of Greece, 
providing for the transportation of canned goods and dreied fruit 
from U. S. Pacific Coast ports of Los Angeles Harbor and San Fran- 
cisco to Piraeus, Greece; Alexandria, Egypt; Beirut, Syria; and Haifa, 
Palestine, with transhipment at New York. 

Agreement No. 4097, between National Steam Navigation Co., Ltd., 
of Greece and American Line Steamship Corporation (Panama Pacific 
Line), providing for the transportation of cargo on through bills of 
lading from Piraeus, Patras, Salonica, and Cavalla, Greece, and Izmir 
and Istanbul, Turkey, to San Diego, Los Angeles Harbor, and San 
Francisco, with transhipment at New York. 

Agreement No. 4098, between National Steam Navigation Co., Ltd., 
of Greece and American Line Steamship Corporation providing for 
the transportation of cargo on through bills of lading from Alex- 
andria, Egypt, to San Diego, Los Angeles Harbor, and San Francisco, 
with transhipment at New York. 

Agreement No. 4216, between Dollar Steamship Lines, Inc., Ltd., 
and National Steam Navigtaion Company, Ltd., of Greece, providing 
for the transportation of canned goods and dried fruit from Los 
Angeles Harbor and San Francisco to Piraeus, Greece, Alexandria, 
Egypt, Beirut, Syria, and Haifa, Palestine, with transhipment at New 
York. 

Agreement No. 4296, between American Line Steamship Corpora- 
tion (Panama Pacific Line), and National Steam Navigation Co., Ltd., 
of Greece, providing for the transportation of canned goods and dried 
fruit from San Diego, Los Angeles Harbor, and San Francisco to 
Alexandria, Egypt, on through bills of lading, with transhipment at 
New York. 

Agreement No. 4297, between American Line Steamship Corpora- 
tion (Panama Pacific Line), and National Steam Navigation Co., Ltd., 
of Greece, providing for the transportation of canned goods and dried 
fruit from San Diego, Los Angeles Harbor on through bills of lading 
to Beirut, Syria, and Jaffa and Haifa, Palestine, with transhipmest 
at New York. 

Agreement No. 4552, between Luckenbach Steamship Company, 
Inc., and American South African Line, Inc., which is superseded by 
agreement numbered 4748. 

Agreement No. 4561, between Luckenbach Steamship Company, 
Inc., and American South African Line, Inc., which is superseded 
by agreement numbered 4748. 


» IMPROVEMENT OF WATERWAYS 


Major General E. M. Markham, chief engineer of the United 

/ States army, in charge of improvement of waterways, has told 
Congress that more than three hundred million dollars may be 

profitably expended in the fiscal year beginning July 1 next for 
river and harbor work, including flood control work. 

For new river and harbor work, according to the general's 
estimates $251,110,689.70 may be profitably expended; for 
maintenance work, $40,868,915, and for flood control work, 
$31,566,309 for new work, and $255,800 for maintenance. _ 

Some of the larger amounts for specific projects (new river 
and harbor work) named by General Markham follows: 

Cape Cod Canal, Mass., $6,600,000; Great Lakes-Hudson 
River Waterway, $17,000,000; New York and New Jersey chan- 
nels, $5,000,000; Chesapeake and Delaware Canal, $8,893,000; 
Atlantic-Gulf ship canal (across upper part of Florida), $26,- 
000,000; Mississippi River between Missouri River and Minne- 
apolis, $57,089,000; Illinois waterway, $7,478,500; Missouri River, 
Kansas City to Sioux City, $28,000,000; and Missouri River at 
Ft. Peck, Mont., $14,000,000. 

In the fiscal year ended June 30, 1935, said General Mark- 
ham in his annual report, 973 waterway projects were in force, 
exclusive of specified flood control projects, and active opera- 
tions were in progress on 358 projects. 

“The amount expended on maintenance and improvement of 
river and harbor works for the year was $154,913,328.26; on 
flood control, $38,766,511.65; on the operation and care of 
canals, removal of wrecks, and other purposes covered by per- 
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manent definite and indefinite appropriations, $7,461,745.74; and 
for other miscellaneous related work, $98,592.02, a total of 
$201,240,177.67,” said General Markham. 

. The work, explained the general, was carrier on under 
authorization by Congress or by the Federal Emergency Ad- 
ministration of Public Works. 

In the fiscal year funds in the amount of $205,921,533.84 
were received by the War Department for waterway work from 
the Administration of Public Works and from the relief ap- 
propriation act of 1935. With funds provided in the regular 
apapropriations in the amount of $57,943,197.98, a total of 
$263,864,731.82 was made available for expenditure. 

“The direct employment resulting from the use of these 
funds has averaged 62,000 men throughout the year, and with 
indirect employment at least as great, has contributed mater- 
ially to relief of unemployment,” said the general. “The total 
allotments received from the Administration of Public Works 
and from the emergency relief appropriation act of 1935 to 
October 15, 1935, have made available from emergency sources 
a total of $493,306,955.68 for application to river and harbor, 
flood control, and miscellaneous projects. 

“The Illinois waterway, providing a 9-foot draft between 
Lake Michigan and Chicago, and the intercoastal waterway 
from the Mississippi River to Galveston was opened to through 
navigation, and new locks or dams were completed or placed 
under construction on the Ohio, Allegheny, Kanawha, Ten- 
nessee, Green, and Cape Fear Rivers, and at Harvey, La., on 
the Louisiana-Texas intracoastal waterway. The construction 
of a navigation and power dam on the Columbia River at Bonne- 
ville, 40 miles east of Portland, Ore., with a navigation lock to 
have a usable depth of 27 feet, and 2 power units to develop 
86,000 kilowatts, is approximately 30 per cent completed. The 
emergency relief program has included the start of construc- 
tion on the Passamaquoddy tidal power project at Eastport, 
Maine, which represents the first major development of this 
kind to be undertaken, and the start of construction on the 
proposed sea-level canal across the state of Florida. 

“The public works program has materially advanced prog- 
ress on a number of projects, and particularly on the improve- 
ment of the inland waterways system. Major projects include 
locks and dams of the 9-foot channel improvement on the upper 
Mississippi River, which will be 75 per cent complete with the 
exhaustion of present funds; the Fort Peck Dam in Montana, 
which is 19 per cent completed; the connecting channels and 
harbors of the Great Lakes; the improvement of many of the 
important seacoast harbors; and the completion of the Atlantic 
intracoastal waterway under the contracts now under way. This 
waterway now has available a total of 1,430 miles, leaving only 
5 miles for completion. However, the projects for the relief 
program have been selected primarily to meet the requirements 
of the relief situation. Since the inauguration of the relief 
program, the annual appropriation for river and harbor im- 
provements has not included funds for new work and, as a 
result, many items of work urgently needed for navigation, but 
so located that they did not meet employment relief require- 
ments, have had to be deferred.” 

General Markham said the water-borne commerce for the 
calendar year 1934 totaled 414,308,000 tons, having a reported 
value of $14,714,000,000. 

Secretary of War Dern has allotted $40,000 for dredging 
the Caloosahatchee River and Lake Okeechobee, Fla., $58,098.76 
for dredging the intracoastal waterway, Jacksonville to Miami, 
Fla., and $47,000 for dredging Seattle Harbor, Wash. 

Recommendations for further improvement of Cleveland 
Harbor, O., and Barnegat Inlet, N. J., have been made in reports 
sent to Congress by the Chief of Engineers of the U. S. Army 
in response to resolutions adopted by the House committee on 
rivers and harbors. 

An allotment of $190,000 for repair of Edgemoor Dike on 
the east side of the channel in Delaawre River, 30 miles below 
Philadelphia, has been announced by the War Department. 

Further improvement of Miami Harbor, Fla., at an esti- 
mated cost of $300,000, has been recommended by Major Gen- 
eral Markham, chief of engineers, and the Board of Engineers 
for Rivers and Harbors, in a report submitted to the House 
committee on rivers and harbors. 


SHIPPING BUREAU APPOINTMENT 


L. C. Nelson, formerly on the staff of the Commission,, 
who went to the Shipping Board Bureau in 1933 after Con- 
gress had passed the intercoastal act of 1933 to assist in de- 
veloping regulation of shipping lines, has been made assistant 
chief of the division of regulation of the Shipping Board 
Bureau and chief examiner. In the latter position he succeeds 
M. G. deQuevedo, who resigned recently to practice law. When 
he went to the Shipping Board Bureau Mr. Nelson was as- 
Sistant to the director of the Bureau of Traffic of the Com- 
——— and was one of the Commission’s well known tariff 
experts. 
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SHIP SUBSIDY LEGISLATION 
The Traffic World Washington Bureau 


The views of the Department of Commerce on ship subsidy 
legislation which, in the main, are in harmony with the pro- 
visions of the Copeland subsidy bill, S. 3500, according to 
Secretary of Commerce Roper, have been submitted to Presi- 
dent Roosevelt. ; 

The Post Office Department, with which the Department 
of Commerce conferred on subsidy proposals, according to Mr. 
Roper, did not join in the views of the Commerce department 
but was to submit separate memoranda. However, the dif- 
ferences between the two departments, though not revealed, 
were not regarded by Secretary Roper as being of vast impor- 
tance. 

Secretary Roper said he felt that the Copeland bill, S. 3500, 
was in line, in the main, with President Roosevelt’s recom- 
mendation that direct instead of indirect subsidies be paid to 
build up an American merchant marine. 

The recommendations of the Department of Commerce 
were submitted to the President in the form of a bill which, 
it was said, was along the lines of the Copeland bill. Secre- 
tary Roper did not think he should discuss the differences 
between his department and that of Postmaster General 
Farley. 

Chairman Copeland, of the Senate commerce committee, 
in a letter to Howard S. Cullman, vice-chairman of the Port 
of New York Authority, said if President Roosevelt would sup- 
port S. 3500, the Copeland ship subsidy bill, it could be en- 
acted in two weeks. 

“If our mutual friend, the President, would speak in favor 
of the bill,” said Senator Copeland, “we could enact it into 
law in two weeks. He is having difficulty in reconciling the 
views of the Post Office Department and the Commerce De- 
partment. 

“In my opinion, it is truly impossible to attempt such an 
agreement. The Commerce Department is for an American 
merchant marine and the Post Office Department is opposed 
to it—they are as far apart as the poles.” 

Up to the present the President has declined to recommend 
a specific subsidy bill for passage. 


OCEAN SHIPPING NEWS 
The Traffic World New York Bureau 
The general meeting of the intercoastal steamship lines, 
scheduled to be held in New York January 13, was postponed 
until February 10 and the working agreement among the lines 
extended from January 31 to February 29 as a result of labor 


troubles on the Pacific coast which have caused serious delays 
in the sailings of several intercoastal vessels. 


The Panama Pacific Line January 13 canceled the sail- 
ing of the liner California from San Pedro for San Francisco, 
due to labor difficulties at the latter port, and it was reported 
that several of the intercoastal lines were considering abandon- 
ing San Francisco as a port of call in favor of San Diego un- 
less assurances were received that continual disturbances by 
seamen and longshoremen would be ended. Basil Harris, vice- 
president of the International Mercantile Marine Company, 
operator of the Panama Pacific Line, in confirming the can- 
cellation of the California's sailing, said the order would apply 
to other ships of the line as well. “Things have come to a 
fine state of affairs in this country when American-flag ship- 
ping cannot receive proper protection in a great port like San 
Francisco,” he said. E 

The hearing scheduled for January 10 in United States 
District Court, New York, in the case of the Isbrandtsen-Moller 
Company against the Department of Commerce and the Ship- 
ping Board Bureau was postponed to a date to be announced 
later in order that it may be heard by three judges. The 
Isbrandtsen-Moller Company, operators of non-conference Dan- 
ish flag vessels, has obtained a temporary injunction restraining 
the Department of Commerce and the Shipping Board Bureau 
from imposing a fine of $100 a day against it for failure to file 
its rates with the bureau. 


The United States Atlantic and Gulf Ports-Jamaica Steam- 
ship Conference is preparing a conference tariff and a classifi- 
cation, the tariff to contain tariff and contract rates. It was 
contemplated they would be ready for distribution about Jan- 
uary 15, to become effective February 1. 

With the exception of the intercoastal trade, increases in 
numbers and net tonnage of entrances and clearances at the 
Port of New York were shown by the figures compiled by the 
marine division of the office of the Collector of the Port of 
New York for December. Foreign trade entrances showed 
gains over November, while a marked gain in net tonnage of 
coastwise clearances was registered. A slight decline in num- 
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bers of coastwise clearances was shown as well as for both 
net tonnages and numbers of coastwise entrances. 

Action of the Port of New York Authority in giving life 
tenure of office to all its employes was the subject of a com- 
plaint to Governor Lehman of New York by Commissioner 
John F. Murray of the Port Authority, who charged that it 
would tend to discourage the investor and asked Governor 
Lehman to invalidate it. The resolution adopted by the Port 
Authority would give “the principle of permanency of tenure 
during good behavior’ to all ordinary employes who have 
been in the service for five years or more. 

Renewed activity in the West Indies time charter market 
featured the full cargo trade last week and was ascribed to the 
fact that Cuba will be anxious to ship as much sugar as pos- 
sible to the United States while the present tariff rate and 
quota remain in effect. In spite of Secretary of Agriculture 
Wallace’s assurance that the Supreme Court decision on the 
AAA would not affect sugar marketing quotas, uneasiness was 
reported in some quarters of the trade. On this question, Farr 
and Company, sugar operators, issued the following state- 
ment: 


This is all important to the market, but it should be borne in mind 
that this is a presidential year, and that without the processing tax 
beet and cane producers are 53% points worse off than they were be- 
fore. Pressure from this source, which is powerful politically might 
be brought to bear during the second half of the year for an increase 
in the Cuban duty, particularly if prices are not considered satisfactory. 


Grain cargoes fixed included two vessels from the North 
Atlantic range to Greece for January loading and a steamer 
fixed for 36,000 quarters from Albany to Antwerp at 1s 104d 
or Rotterdam at 2s for late January-early February loading. 

The only trans-Atlantic sugar cargoes were two vessels 
of 2,418 and 2,342 net tons from Santo Domingo to U. K.- 
Continent at 13s 6d and 14s, respectively, for February loading. 

The West Indies time charter list included a number of 
vessels engaged for periods of from two to four months, in 
addition to a number of round trips. There were also several 
longer voyage charters, including a vessel of 4,400 tons gross for 
from 12 to 15 months in the South American trade with options, 
reported at about 5s for loading the last half of January. One 
vessel of 7,600 tons was chartered for delivery Buenos Aires, 
redelivery U. S. Atlantic or Gulf via Chile at 2s 9d for prompt 
loading. Another, of 3,055 net was chartered for the North 
Atlantic-River Plate trade on private terms for loading the 
last half of January. 

Among the scrap iron fixtures were two to the U. K., a 
2,000 tan steamer from the North Atlantic on the basis of 
14s 6d f.d. for January and a 1,500 ton vessel from the North 
Atlantic on the same basis. A steamer of 2,341 net tons took 
a cargo from the South Atlantic range to West Italy at $5 gross 
form, for January. 

Demand for tankers was reported as continuing at a high 
rate, with no indication of any substantial decline. Among 
the fixtures was a 10,000 ton motorship, clean, from the Gulf 
to Massowah at 27s 6d, including 3,000 tons of gas oil, for 
February loading. 

A coal fixture developed, a steamer of 2,726 net tons from 
Hampton Roads or Charleston to Rio de Janeiro on the basis 
of 10s with option for Santos at 10s 6d, February loading. 


STEAMSHIP SERVICE FROM N. E. 


Establishment and maintenance under New England con- 
trol of a steamship service between New England ports, in- 
cluding Portland, Boston, Providence, and United Kingdom 
and Continental ports, including the ports of London and Ham- 
burg, is asked in a petition filed with Daniel C. Roper, Secre- 
tary of Commerce, and the trustees of the Shipping Board Bu- 
reau Merchant Fleet Corporation, by a “New England Group,” 
composed of citizens of each of the several New England states 
“interested in New England’s transportation problem.” It is 
signed by Charles E. Ware, Jr., of Boston, and Philip F. King, 
of Charlestown, Mass. 

To facilitate the establishment of the requested service the 
petitioners say they are prepared to form a corporation to 
act as the managing operators for the Merchant Fleet Cor- 
poration “during the period of development of such service.” 

Section 7 of the merchant marine act of 1920 confers au- 
thority on the government officials to establish and develop 
such a service, according to petitioners. 

It is pointed out that, at the present time, there are no 
regular steamship services between Portland and Providence 
and U. K. and Continental ports, and that the existing serv- 
ices between Boston and those foreign ports “are inadequate 
for and prejudicial to New England.” Another point made in 
the petition is that the south Atlantic and Gulf ports have had 
their interests with respect to waterborne commerce protected 
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and that they have been developed by adequate steamship 
services furnished them by the former Shipping Board. The 
control of such services, it is said, has been given to operators 
whose interests are identical with those of the ports and ter- 
ritories served. 

New England rail and water transportation agencies, it is 
alleged, are in the hands of carriers primarily interested in 
handling waterborne traffic through rival ports, notably New 
York, Philadelphia, Baltimore and Norfolk. It is asserted that 
the control of the principal railroads serving New England 
ports rests in the hands of the Pennsylvania and New York 
Central Railroads. Continuing, petitioners say: 


A similar situation affecting New England has developed with re- 
spect to important steamship services originally established by the for- 
mer United States Shipping Board and now sold to private interests. 
These steamship lines are either wholly dominated and controlled or 
substantially controlled by these same railroad interests, for example: 
1. American Scantic Line controlled by the Pennsylvania Railroad 
through its totally owned subsidiary, the American Contract and Trust 
Company. 2. American Export Line controlled by the Pennsylvania 
Railroad through its totally owned subsidiary, the Pennsylvania Com- 
pany and affiliated banking groups. 3. Baltimore Mail Line controlled 
by the Pennsylvania and Baltimore & Ohio Railroads. 4. American 
Merchant Line owned and operated by the Roosevelt-I. M. M. group 
who have very definite Pennsylvania Railroad affiliations. 5. American 
Diamond Line controlled by the New York Central Railroad. 

Such a situation adversely affects the movement of traffic via New 
England ports and justifies the establishment of an independent and 
comemte New England service to the United Kingdom and Continental 

urope. 

That a recent survey made of the exports originating in New Eng- 
land by the United States Department of Commerce discloses that over 
66% of New England exports move via the port of New York. A study 
made with respect to the import situation shows that over 50% of New 
England imports move via the port of New York. 

That the New England ports formerly were used extensively for 
traffic destined to or moving from Canadian points. Legislation en- 
acted late in 1926 by the Canadian Government caused its commerce 
to be restricted exclusively to its own ports; however, there recently 
has been concluded by the United States government a reciprocal trade 
treaty with Canada, by the terms of which traffic destined to Canadian 
points, with certain exceptions, will now be able to move advantag- 
eously via United States ports. It is expected that a considerable vol- 
ume of such traffic will be available to be handled through New Eng- 
land ports. 


EIGHT-HOUR DAY FOR SEA OFFICERS 
Representative O’Leary, of New York, has introduced 
H. R. 10000, a bill to provide for an eight-hour day for licensed 
officers on ocean and coastwise vessels. 


INTERCOASTAL PRACTICES HEARING 
H. S. Brown, chief of the division of regulation of. the 
Shipping Board Bureau, has announced postponement until fur- 
ther notice of hearings in No. 322, segregation practices and 
charges of intercoastal carriers, at New York, N. Y., February 
17, and at New Orleans, La., February 24. 


DELAWARE RIVER BRIDGE 


A loan and grant of $2,000,000 to the Delaware River Joint 
ll Bridge Commission for construction of a new bridge across 
the Delaware River between Easton, Pa., and Philipsburg, N. J., 
has been announced by the federal Public Works Administra- 
tion. The allotment, which was made from the old appropria- 
tions for public works construction, is on the basis of a grant 
of 30 per cent of the cost of labor and material and a loan for 
the balance at 4 per cent interest. 


U. S. INTERCOASTAL TRAFFIC 

In November, 1935, 60 ships with 178,602 tons of cargo 
passed through the Panama Canal from the Atlantic to the 
Pacific, and 53 ships with 430,872 tons of cargo transited the 
Canal from the Pacific to the Atlantic, in the United States 
intercoastal trade route, according to the Panama Canal Record. 

INTERCOASTAL CARGO CHARGES 

In Shipping Board Bureau docket No. 348, The Columbia 
Alkali Corporation vs. American-Hawaiian Steamship Co. et.al., 
reparation is asked on account of imposition of assembling and 
distributing charges on intercoastal shipments. 





SHIPMENTS TO PERU 


The Peruvian government has decreed that the new cus- 
toms tariff, which was authorized March 18, 1931, will be- 
zome effective February 1, 1936, and has abolished the import 
quotas on cotton manufactures to all countries except Japan, 
according to a cable from Acting Commercial Attache A. Cyril 
Crilley, Lima, says the Department of Commerce. 

While details of the new Peruvian customs tariff as pro- 
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mulgated are not yet available, the report states that it is 
understood that the new tariff (1) increases the import duties 
on non-essential goods as well as on merchandise similar to 
that produced locally; (2) decreases import duties on essential 
raw materials for local industries, and (3) absorbs in the new 
basic duties the general customs surtax of 20 per cent of duty, 
previously assessed separately, leaving in effect a customs sur- 
tax of 1 or 2 per cent of duty at certain ports. The unem- 
ployment surtax of 1 per cent ad valorem applying at all ports 
is also understood to remain unchanged. 

The Peruvian import quotas on cotton manufactures are 
also abolished in their application to all countries, except 
Japan. The annual import quota to that country has been 
increased to 612,714 gross kilograms, which amounts to an in- 
crease of one-half over the quota previously allotted to that 
country, according to the Commerce Department. 


SHIPPING ACT AMENDMENT 


The Senate has passed and sent to the House S. 3467, a 
bill amending the shipping act of 1916 to make false billing, 
false claim, false representation, etc., to obtain unlawful rates 
or refunds, unlawful, and to provide punishment therefor. 


STEAMSHIP FARES FOR RAIL OFFICERS 


The Department of Commerce has approved an agree- 
ment of members of the Atlantic Conference to permit mem- 
ber lines to accord a reduction in steamship fares of 25 per 
cent to United States railroad officers and their faimlies on 
request from “responsible officers” of the railroads, without 
being considered to have violated their conference agreement. 
Such reduction in the past could only be granted on request 
from an “executive officer” of a railroad. 





SHIPPPING CASE INTERVENTION 
The petition of Albers Packing Co. et al., filed in Shipping 
Board Bureau docket No. 184, J. G. Boswell Co. et al. vs. 
American-Hawaiian Steamship Co. et al., for leave to inter- 
vene, has been granted. 


FOURTH SECTION AMENDMENT 


The House rules committee January 17 had yet to act on 
requests for a special rule to bring before the House for con- 
sideration the Pettengill bill, amending the fourth section of 
the interstate commerce act, so as to eliminate the long and 
short haul clause. 





C. AND N. W. CENTENNIAL 

Without ceremony or observance of any kind, the Chicago 
and North western Railway.attained its 100th anniversary Jan- 
uary 16. The records of the railroad show that a charter was 
issued January 16, 1836, by the state of Illinois, granting au- 
thority to the Galena and Chicago Union Railroad “to build a 
railroad out into the prairie country and on towards, if not to, 
the Mississippi River, near the lead mines of Dubuque, Ia., and 
Galena, Ill.” The Galena and Chicago Union was the oldest 
of the properties consolidated to make and be absorbed into the 
Chicago and North Western. Its original capitalization was 
$100,000, most of it held by Chicagoans. Surveys for the con- 
struction of the Galena and Chicago Union were not begun 
until 1847 and the first line, strap-rail constructed between 
Chicago and the Des Plaines River, was placed in operation 
October 24, 1848. The train was drawn by the locomotive 
Pioneer, the first locomotive to run on any railroad out of 
Chicago. The Chicago and North Western today comprises 
10,000 miles of line, operating in Wisconsin, Michigan, Minne- 
sota, Iowa, Nebraska, North Dakota, South Dakota, Wyoming 
and Illinois. 


GREAT LAKES CARLOADING FORECAST . 


After studying the carload prospects for the first three 
months of 1936, committees considering 29 commodities have 
made reports estimating the total loadings for that part of 
this year in the region covered by the Great Lakes Regional 
Advisory Board will exceed those in the same months last year 
by 16.7 per cent. On only two of the commodities were ex- 
pected decreases in carloads shown—fresh fruits other 
than citrus, 2.4 per cent, and fresh vegetables other than pota- 
toes, 4 per cent. Increases on particular commodities ranged 
from gravel, sand and stone, 3 per cent, and salt, 4 per cent, 
to ore and concentrates, 32.4 per cent, and live stock, 50.6 per 
cent. Total number of cars expected to be loaded in January, 
February and March, 1936, was reported at 328,193. In the 
Same three months in 1935 the total loadings were 281,244. The 
next meeting of the Great Lakes board will be held in Toledo, 
Ohio, March 25. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 





Bankruptcy—Property Purchased by Bankrupt But Unpaid for 


Illinois —Question: A contract of sale is entered into be- 
tween seller and buyer, providing for payment for the mer- 
chandise by the buyer before its delivery, at an agreed price 
F. O. B. shipping point, the parties being located at points in 
two states, necessitating transportation which the buyer was to 
pay, independent of the value of the merchandise. 

Does the error of the carrier’s agent in failing to collect 
for the merchandise alter the contract of sale between buyer 
and seller, and by their delivery constructively constitute the 
passing of title to the property between parties to the con- 
tract of sale, to which the carrier is not a party? 

Should the buyer (consignee) fail, and his assets pass to 
a court to administer in the interest of his creditors—does the 
title covering the property erroneously delivered pass? Obvi- 
ously, if not it could be claimed by the shipper as independent 
of and not a part of the debtor’s estate. 

Answer: In case of property sold to the bankrupt and not 
paid for, the trustee takes no title if the conditions or circum- 
stances of the sale were such that title did not pass to the 
bankrupt (Roth vs. Smith, 215 Fed. 82; Corbitt Buggy Co. vs. 
Ricaud, 169 Fed. 935); but if title actually passed the fact 
that the property was not paid for does not prevent the trus- 
tee from taking title. (In re Allen, 178 Fed. 879; in re Cald- 
well Mach. Co., 215 Fed. 428.) 


Where the contract was one of conditional sale, the reser- 
vation of title in the seller until payment for the property 
is made will prevent the title from passing to the trustee, 
although the goods were in the possession of the bankrupt 
(Bryant vs. Swofford Bros. Dry Goods, 214 U. S. 279, 29 S. Ct. 
614; Hewit vs. Berlin Mach. Works, 194 U. S. 926, 24 S. Ct. 
690), unless under the state laws, such reservation is ineffective 
as against creditors of the buyer, because of failure to record 
or_otherwise (Augusta Groc. Co. vs. Southern Moline Plow Co., 
213 Fed. 786), or unless the transaction is such that the title 
did really pass to the bankrupt, and the reservation of title 
in the seller is merely colorable (Flanders Motor Co. vs. Reed, 
220 Fed. 642; Mishawaka Woolen Mfg. Co. vs. Westveer, 191 
Fed. 465. 


In delivering the goods to the order notify party without 
requiring the surrender of the bill of lading, the carrier con- 
verted the shipment and recovery can be had against the car- 
rier for the invoice price of the goods. North Pennsylvania 
Co. vs. Commercial National Bank, 123 U. S. 727, 8 S. Ct. 266; 
King vs. Barbarin, 240 Fed. 303; Beggs vs. R. Co., 162 N. Y.S. 
387; Lyong vs. New York Central, etc., R. Co., 119 N. Y. S. 703, 
120. N. Y. S. 1132. 


Liability of Carrier 


Missouri.—Question: We would appreciate your giving us 
your opinion on the following: 

We forwarded a less carload shipment to a government 
Indian school in Montana, on a government bill of lading. The 
day following the shipment, we were advised by the originat- 
ing carrier that the drayman had lost the original and memo- 
randum copies of the bill of lading. It so happens that we 
operate on the free pick-up and delivery trap car arrange- 
ment embodied in Item 335 of W. T. L. Tariff 99-K and the 
drayman heretofore mentioned is the authorized drayman of 
and under contract to the originating carrier, for the handling 
of such shipments. 

The government bill of lading used was furnished us by 
the consignee and upon learning of the loss of the two copies 
of the same, we immediately wired the consignee for in- 
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structions. We were advised in return by wire to bill them 
F. O. B. destination and include freight charges amounting to 
$13.04. We rendered invoice in this manner by adding $13.04 
to regular invoice. 

Later our invoice was returned with notation that the 
consignee could not pay these freight charges and we filed 
claim with the originating carrier for the $13.04. 

We have advice from the originating carrier that it will 
be necessary for us to secure a certificate covering the govern- 
ment bill of lading from the commanding officer in order to 
secure this refund, and our claim has been returned. 

We have received a voucher covering our actual invoice 
of goods and a letter from the consignee stating that the 
freight charges should have been included in the price per 
gallon of the articles purchased by them. 

We contend that the originating carrier is liable to us for 
payment of these freight charges, through the loss of the two 
copies of bill of lading which are required by the consignee 
for making adjustment with the U. S. government. 

Answer: Since the drayman was the agent of the carrier, 
and it was through his negligence that the copies of the bill 
of lading were lost, there seems to be no reason why you should 
obtain the certificate from the commanding officer, although 
to do so would probably facilitate the adjustment of the claim. 
Whether the claim will eventually be paid may, however, de- 
pend upon whether or not, under the contract of sale, the 
goods were sold F. O. B. origin or F. O. B. destination. 


Tariff Interpretation—Minimum Charge Under Maximum Rate 
Application Rule 


New York.—Question: In checking rates on artificial 
flowers from New York, N. Y., to Great Falls, Mont., we 
find the first class rate is $5.01, plus 22c during the period of 
December 1 to March 24. This is based on the Williston, N. D., 
combination, per Agent Sedgman’s Tariff No. 32-B. 

Since this item is double first class, the rate is $10.02. 
However, Great Falls is subject to Butte, Mont., rates as maxi- 
mum. Agent Toll’s Tariff No. 4-M, Item 2587, provides a 
commodity rate of $9 from New York to Butte and Toll’s 
Tariff No. 38, a first class rate of $5.25. 

It is our understanding that on a shipment of 60 lbs., 
freight charges would be assessed on the basis of 60 lbs. at $9 
or $5.40, while on a shipment of 50 lbs. charges would be on 
50 Ibs. at $9, minimum $5.25. 

However, since Item 20 of Agent Toll’s Tariff 4-M states 
that the first class rate will apply as minimum, it has occurred 
to us that probably the first class rate of $5.01 to Great Falls 
should be used as the minimum. 

Please advise your opinion. 

Answer: In our opinion, if the minimum charge from New 
York, N. Y., to Great Falls, Mont., as per Agent Sedgman’s 
Tariff 32-B, exceeds $5.25 (the minimum charge to Butte, 
Mont.), the minimum charge to Butte, Mont., of $5.25 may be 
applied as a maximum. 

Of course, if the minimum charge from New York, N. Y., 
to Great Falls, as per Agent Sedgman’s Tariff 32-B, is less than 
the minimum charge to Butte, Mont., the former may be 
applied. 


Tariff Interpretation—-Application of Rule 10 of Consolidated 
Classification 


Texas.—Question: Will Rule 10, published on page 6 of, 
Consolidated Classification No. 9, apply in connection with a 
shipment loaded in an 80,000 pound capacity 40 foot box car, 
consisting of 32,000 pounds of oats and 16,000 pounds of hay 
moving from a point in Oklahoma to a point in Texas. 

The commodity rate on oats, origin to destination, was 
34 cents per cwt. Oats are classed Class B in Western Classi- 
fication Territory (Consolidated Freight Classification No. 9). 

The commodity rate on hay, origin to destination, is 42 
cents per cwt. Hay is classed Class “C” in Western Territory 
(Consolidated Freight Classification). 

If Rule 10 will apply on the above shipment, which rate 
should be used? Hay is the higher “rated,” while oats are 
the higher “classed.” 

The Classification Exception (S. W. L. 173-G) precludes the 
application of class rates on oats and/or hay between Okla- 
homa and Texas. 

Do the words “in connection with the ratings” published 
in the first paragraph, Item 30, S. W. L. Tariff 182-A, and sim- 
ilar items of other tariffs involved, mean that Rule 10 of the 
Classification (page 6) will not operate in instances where the 
classification Exceptions (S. W. L. 173-G) preclude the appli- 
cation of the class rates on the shipment under consideration. 

Answer: Section 1, of Rule 10, of Consolidated Classifica- 
— 9, in effect at the time the shipment originated, pro- 
vided: 
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Except as otherwise provided, when a number of different arti- 
cles for which carload ratings or rates are provided, are shipped at 
one time by one consignor to one consignee and destination, in a car- 
load (see Rule 14), they will be charged at the carload rate applicable 
to the highest classed or rated article, and the carload minimum weight 
will be the highest provided for any of the articles in the carload. 


The fact that Item 563 of S. W. L. Tariff 173-G, Agent 
Peel’s I. C. C. 2716, provides that class rates will not apply 
on oats and hay, does not, in our opinion, make inapplicable 
the provisions of Section 1 of Rule 10 of the Consolidated 
Classification by reason of the inclusion therein of the clause 
“for which carload rating or rates are provided,” as this clause 
relates to both class ratings and commodity rates, either one 
or the other, and it is not essential that there be both a class 
rating and a commodity rate in effect. 

The applicable charge, in our opinion, is that based upon 
the rate of 42c at a minimum weight of 64,000 pounds. 

In its report in Consolidated Classification case, 54 I. C. C. 
1, the Commission said: 


Rule 10, the mixed carload rule, constitutes one of the most im- 
portant changes proposed. Briefly stated, it provides that articles 
having a carioad rate or rating, except live stock, may be shipped in 
mixed carloads from one consignor to one consignee and destination at 
the carload rate applying on the highest rated article and subject to 
the highest minimum weight attaching to any article in the load. At 
present only the official classification contains a rule of similar import. 
The only substantial difference between the proposed rule and the 
official classification rule is that the minimum weight required by 
the latter is that which attaches to the article taking the highest rate 
or rating, instead of the highest minimum attaching to any article 
in the car. 


Ratings—Southern Classification Territory 


Tennessee.—Question: E. H. Dulaney’s Exceptions to the 
Southern Classification, I. C. C. No. 56, publishes rates on fur- 
niture under Item 706 and on stoves under Item 1450, and 
in the present Consolidated Classification, the classification 
on small arms and ammunition reads 2d class. 

I would like to know when the rates and class was first 
published, if it is consistent with your department to give me 
this information, which will be appreciated. 

Answer: The second class ratings on furniture, less than 
carload, as published in Item 706 of Agent Dulaney’s Excep- 
tions to the Southern Classification, I. C. C. 56, were estab- 
lished July 16, 1932, in Item 251 of Supplement 45 to Agent 
Dulaney’s I. C. C. 40. 

The ratings on stoves, L. C. L., as published in Item 40, 
were established in that item effective October 15, 1934. Prior 
to that time a rating of 7th class applied. 

The rating on small arms and ammunition of 2d class, 
at present published in Consolidated Classification, was estab- 
lished April 15, 1934, in Items 7 and 8 of Supplement 9 to 
Agent Dulaney’s I. C. C. 49. 


Side Tracks 


North Carolina.—Question: A plant located on “A” Rail- 
way’s main line within yard limits, requests construction of a 
spur track leading to plant for purpose of unloading and ship- 
ping freight moving in interstate commerce. ‘“A’s” Railway 
i leased property of “B” Railway and the property lying be- 
tween “A” Railway and the plant, which is approximately 100 
feet, is property of “B” Railway. “B” Railway says “A” Rail- 
way cannot construct industrial track to plant over their right 
of way. “B” cannot do so unless they cross “A’s’” main line, 
which would make the proposition too expensive. Can “B” 
legally prevent “A” from constructing industrial track to the 
plant for the purpose of moving interstate commerce? We are 
in a peculiar situation and cannot seem to bring about any 
mutual agreement between the two railways. 


Please understand that the property lying between ‘A” 
Railway and the industrial plant is property of “B” Railway 
and “A” does not have any lease on this property. However, 
the right of way of “A” Railway is leased property of “B” 
Railway, but lease does not extend beyond ten feet from 
center of track. This leaves approximately 100 feet distance 
between “A” Railway and the plant which is owned by “B” 
outright. The proposition has now developed to the point where 
“B” Railway will allow us to construct a track over their 
right of way to connect with “A,” provided we sign an agree- 
ment giving them all the business for an indefinite period. 
Of course “A” does not like such a proposition. 

Any light that you may be able to throw on the matter 
will be greatly appreciated as the proposition is still open 
awaiting information. 

Answer: There is no federal legislation on the subject of 
the construction of side tracks, other than the provisions in 
Section 1, paragraph 9, of the Interstate Commerce Act, which 
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requires a carrier to make connection with a side track con- 
structed by the shipper. Therefore, in the absence of state 
legislation under which carrier “B” could be required to per- 
‘mit the construction of the side track over the land which 
lies between the right of way of “A” Railway and the indus- 
try to be served by the side track, only upon agreement on 
the part of carrier “B” to permit the use of the land in ques- 
tion, can the side track be constructed. 

There is a possibility that the Public Service Commission 
of the state has been given the authority under which an order 
may be obtained directing that the side track be built across 
the property of “B” Railway. 

Storage—Goods Held by Steamship Company Awaiting Delivery 

New York.—Question: A steamship company has presented 
us with a storage bill for that part of a carload shipment which 
remained on their dock beyond the period of free time. We 
employed a union truckman of good standing with the various 
locals in this district to cart this material to our plant. This 
he did, except for that portion of the carload upon which we 
are being assessed storage charges. All of the unions, namely, 
longshoremen, checkers, loaders and teamsters, cooperated in 
a one day stand for stopping the movement of all merchan- 
dise, without discrimination, to any receiver or shipper in order 
to demonstrate the power of their organization. The following 
day the last part of the shipment was picked up, our union 
truckmen being permitted to cart this material away from the 
dock, as were all other union truckmen. Are we liable for 
these storage charges, inasmuch as we believe the steamship 
company did not place this shipment in an accessible place 
and, further, the carrier did nothing towards removing this 
human obstacle? 

Ansewer: If the consignee of goods unloaded and ready for 
delivery is dead, absent or cannot be found, rejects the goods, 
or omits to appear and take charge of them within a reason- 
able time after notice of arrival, the master or owner of the 
vessel may store them for the owner’s account in a place of 
safety, with notice to the consignee or owner that they are 
so stored, subject to the lien of the ship for the freight and 
charges. 

We are unable to locate any decision in which facts at all 
similar to those set forth by you were involved. 

If, as appears to be the case, the stevedore was the agent 
of the consignee for the receipt of the goods from the carrier, 
and had he called for the goods could have obtained them 
from the carrier, storage charges for the period in question 
may be lawfully collected, in our opinion. 

If, however, the stevedore was the agent of the carrier or 
if, as the agent of the consignee, he could not have obtained the 
goods from the carrier, storage may not, in our opinion, be 
lawfully collected. ; 

Copyright 


Indiana.—Question: The question arises at this time and is 
of considerable importance both to the shippers and carriers 
with regard to classification of property for transportation by 
motor carriers. There is some argument that there are legal 
obstacles in the way of motor carriers publishing schedules 
of rates and showing by proper reference that such schedules 
will be governed by the consolidated classification and such 
exceptions thereto as may have been published by the motor 
carriers. This argument rests on the suggestion that the 
consolidated classification is copyrighted and that motor car- 
riers, therefore, would have to lawfully concur in this classi- 
fication before they might use it. 


As a practical matter, if motor carriers are temporarily 
going to use the consolidated freight classification, we desire to 
inquire whether the copyright law would be violated by a 
motor carrier showing his schedule of rates to be governed by 
the provisions for classifying property carried in public docu- 
ment on public file with the Interstate Commerce Commis- 
— — as Consolidated Freight Classification I. C. C.- 

Soe. 3 


Does the protection under the copyright laws go farther 
than to prohibit reproduction of the copyrighted material or 
sale thereof, which would not be involved here? 

__ Answer: Copyright is usually defined as the exclusive 
right of printing or otherwise multiplying copies of an intellec- 
tual production, and of publishing and vending the same; the 
right of preventing all others from doing so. As such rights 
can be enjoyed in their entirety only by virtue of statutory 
provisions, the term is synonymous with statutory copyright. 
The later copyright statutes grant much more extensive rights 
to the author or proprietor of intellectual productions than the 
mere exclusive right to multiply and vend copies, such as the 
exclusive right to translate, or damatize, or to perform, repre- 
Sent, or deliver in public, or to make records by which the 
Composition may be mechanically reproduced or performed, 
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etc. Copyright may be accurately defined, therefore, as the 
right granted by statute to the proprietor of an intellectual 
production to its exclusive use and enjoyment to the extent 
specified in the statute. 


Infringement of copyright, or piracy, which is a synony- 
mous term in this connection, consists in the doing by any per- 
son, without the consent of the owner of the copyright, of 
anything the sole right to do which is conferred by the statute 
on the owner of the copyright. Use of the copyrighted work 
in any other manner is not an infringement of the copyright. 

The rights secured to copyright owners, and which may 
be infringed, have always been enumerated in the various copy- 
right statutes; but it has been left largely to judicial con- 
struction to determine what will constitute infrigement. The 
general right secured is the exclusive right to print, reprint, 
publish, copy, and vend the copyrighted work. Additional 
rights are conferred by the statute in the case of particular 
classes of works, such as the right to translate, make other 
versions, dramatize, novelize, perform or represent, deliver in 
public, arrange or adapt, make records for mechanical repro- 
duction, or to complete, execute and finish models or designs 
for works of art. The unauthorized exercise of any of these 
rights constitutes an infringement. The proprietor’s rights 
against infringers are measured by the statute in force at the 
time of publication and under which the copyright was secured. 


The protection afforded by a copyright is substantially d'f- 
ferent from that afforded by a patent, and indeed there is but 
little analogy between copyrights and patents, so little, that 
decisions under the patent law must be applied with caution 
in copyright cases. One radical difference is that a patent 
confers an exclusive rigfht to use, whereas a copyright contem- 
= and permits fair use by all persons of the copyrighted 
works. 


There appears to be nothing in the copyright law which 
would make it an infringement for the motor carriers to pro- 
vide that tariffs issued by them are governed by the Con- 
solidated Classification, but as a practical matter, however, it 
will probably be necessary, under the tariff regulations of the 
Commission, for the motor carriers to issue a classification or 
concur in the Consolidated Classification. 


Demurrage—Constructive Placement of Cars Due to Fire at 
Consignee’s Plant 


Ohio.—Question: Four cars of coal arrived in our yard for 
“A,” and due to A’s plant being on fire, they were unable to 
accept the coal. It was necessary for them to build a temno- 
rary bin in order to take care of the coal and avoid car service 
as much as possible. 


Kindly advise if there is a rule whereby car service would 
be eliminated under such circumstances. 


Answer: While all of the facts necessary to a determina- 
tion of the liability of the consignee for demurrage are not 
set forth by you, we direct your attention to the decision of the 
Commission in Union Bag & Paper Corporation vs. Director- 
General, 61 I. C. C. 424, 69 I. C. C. 711 and 95 I. C. C. 222, 
holding that demurrage charges assessed by reason of the in- 
ability of the consignee to receive cars at its plant due to a 
fire, necessitating the constructive placement of the cars, were 
lawfully assessed: 


RAILROAD EMPLOYMENT 


Class I railways the middle of December had 983,348 
employes, an increase of 2.29 per cent compared with the 
number in service in December; 1934, but a decrease of 1.32 
per cent compared with November, 1935, according to the com- 
pilation made by the Bureau of Statistics of the Commission 
from carrier reports for the month of December, 1935. 


With the average 1923-1925 employment figures taken as 
100, according to the bureau, railway employment in Decem- 
ber, 1935, unadjusted for seasonal variation, stood at 55.1 (pre- 
espe as against 53.8 in December, 1934, and 54 in Decem- 

er, 1933. 


By groups, employment in December, 1935, was reported 
as follows: Executives, officials and staff assistants, 11,883, 0.52 
per cent under December, 1934; professional, clerical and gen- 
eral, 163,412, .05 per cent under December, 1934; maintenance 
of way and structures, 185,229, 2.36 per cent above December, 
1934; maintenance of equipment and stores, 277,063, 4.15 per 
cent above December, 1934; transportation (other than train, 
engine and yard), 123,611, 0.36 per cent under December, 1934; 
transportation (yardmasters, switchtenders and hostlers), 12,- 
187, 0.24 per cent above December, 1934; transportation (train 
and engine service), 209,963, 3.59 per cent above December, 
1934. 
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PROTECTION OF RAILROAD LABOR 


Railroad management at the joint conference held in Chi- 
cago last week by representatives of the carriers and of or- 
ganized railroad labor was asked by the labor spokesmen to 
enter into a national agreement giving railroad employes the 
same protection now provided by section 7 of the emergency 
railroad transportation act, according to “Labor,” the organ 
of the railroad unions. 

“This is the provision which attempted to ‘freeze’ railroad 
employment as of May, 1933, by providing that so-called 
‘economy’ moves, taken under the law, should not be permitted 
to reduce the total number of employes on any road by more 
than 5 per cent in any year, and that no employe should be 
deprived of employment ‘such as he had during said month of 
May, 1933, or be in a worse position with respect to his com- 
pensation,’ it said. 

“The carriers’ representatives said they were willing to 
enter upon negotiations looking to a national agreement, but 
that they could not proceed until they had obtained authority 
from the various railroad managements. Therefore nothing 
was done in the way of an agreement but the railroads’ rep- 
resentatives believe they can get the necessary authority and 
the conference may be resumed shorty after January 20.” 

J. J. Pelley, president of the Association of American 
Railroads, after returning to Washington from fhe conference, 
said there was nothing he could say about the conference at 
that time. 

A meeting of the member roads of the Association of 
American Railroads was called for January 18 at the Black- 
stone Hotel in Chicago to consider the request of organized 
railroad labor for a national agreement with the railroads pro- 
tecting employes affected by coordination or unification projects. 

Announcement that the member roads of the Association 
of American Railroads would meet to consider the request of 
organized railroad labor that an agreement be entered into to 
protect labor affected by unification projects was taken in some 
quarters as an indication that an agreement might be reached 
on the subject. If an agreement were reached, it was pointed 
out, labor would have no interest in urging an extension of that 
part of the emergency railroad transportation act of 1933 (sec- 
tion 7) protecting labor, and, as its spokesmen have said it had 
no interest in the other parts of the act, support for continua- 
tion of the office of coordinator would not come from labor as 
it did last year when the office was extended for another year. 

It is expected Coordinator Eastman will recommend con- 
tinuation of the office of coordinator. If Congress is not favor- 
able to making the office permanent, it is reported that Mr. East- 
man will urge that the office be continued at least five years. 
The expiration date of Title I of the emergency railroad trans- 
ey act under which the Coordinator has existed is June 

In connection with the decision of the railroads to consider 
the request of labor for a national agreement as a substitute 
for the labor protective provisions of the emergency act, atten- 
tion has been directed to the address Ralph Budd, president of 
the Chicago, Burlington and Quincy Railroad Company, deliv- 
ered November 13, 1935, at Kansas City, Mo., which was pub- 
lished in The Traffic World of November 16, p. 845, and to the 
revival of interest in his remarks in that address due to Chair- 
man Jones, of the RFC, having been asked if the RFC would 
lend money to railroads as had been suggested by Mr. Budd 
(see Traffic World, Jan. 11, p. 52). Mr. Jones saw no objection, 
provided the credit was good and the projects good. 

In the address referred to Mr. Budd, after speaking of 
Coordinator Eastman’s suggestions with respect to unification 
of terminals and unification of railways on a large scalé as 
means of improving the condition of the railroads, said that 
the second “of the Coordinator’s possible courses—that of ex- 
tensive consolidations—appeals to me as being the one that 
holds the most promise of really substantial economies and 
operating advantages, as well as opportunity to improve the 
service.” 

On conclusion to consolidate certain mileage, said Mr. 
Budd, there would remain two great obstacles to be overcome, 
the first, what to do with railroad labor, and the second, what 
to do with regard to the owners of the securities outstanding 
against the existing properties. Continuing, he said: 


I have great respect for the rights of both parties here involved. 
Discussing first the question of the securities, it would seem that there 
should be available in this country the necessary individuals who could 
qualify as to ability and integrity to whom could be assigned the duty 
of appraising the values of securities for purposes of amalgamation, as 
was done in England. Of course, appropriate legal machinery would 
have to be set up to deal justly with dissatisfied security owners and 
provision made for hearing those who questioned the proposed dis- 
posal of their properties. 

The law should state the principles for determining the rights of 
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railway employes to compensation on account of their services no 
longer being needed. Proceeding on these principles, it should not be 
impossible to determine on a fair settlement, and here, again, a tri- 
bunal composed of those qualified to do so should be able to adjudicate 
any disputes which could not be composed by the parties according to 
principles in the law. 

The settlement with the employes for claims arising out of con- 
solidations would, of course, be a serious burden for some years and, 
during that period, would prevent the realization of the ultimate econo- 
mies. Just what period would be required to liquidate these claims is 
problematical, but, through the natural course of events—that is, by 
transfer to other work, death, disability, resignation, etc.—the burden 
would be lightened gradually. The probable rise in volume of traffic 
would absorb some, so the period of transition probably would be well 
over within seven years. The cost during that seven years, if paid cur- 
rently, would prevent realization of the economies. But, if consolida- 
tion should be adopted as the ultimate governmental policy toward the 
railways, it would seem to be an entirely appropriate function of gov- 
ernment to encourage the movement by providing the funds for these 
liquidations and permitting the repayment by the railways to be post- 
poned until some time later. Extensive expenditures incident to the 
physical consolidations and adjustments in operation will occupy the 
managements and will also provide substantial employment probably for 
two or three years. 

These suggestions may not seem practical at present. Perhaps the 
burden of capital expenditures that would be incident to consolidations, 
and the compensation of employes who no longer would be required, 
would operate to prevent wholesale consolidations. The idea seems, at 
least, to be worth considering. In any event, the evident and admitted 
advantages justify encouraging consolidations of roads in a more posi- 
tive and affirmative way by the enactment of laws that would make 
them easier of accomplishment. It seems quite certain that, if a few 
of the larger systems could be unified, that would tend to influence 
others to do likewise, and the compulsory feature might not be neces- 
sary. 


Mr. Budd, as appears above, proposes that the government 
advance money to the railroads to be used in liquidating the 
claims of employes displaced by consolidations, in the circum- 
stances outlined by him. 


In advancing his proposal Mr. Budd is believed to have 
subscribed in principle, at least, to the views Coordinator East- 
man holds on the subject of “dismissal” compensation for rail- 
road employes. Mr. Eastman has urged repeal of such legis- 
lation as that embodied in section 7 of the emergency rail- 
road transportation act, but at the same time he has urged 
that dismissal compensation legislation be enacted. After the 
move was initiated by the leaders of organized railroad labor 
for a conference with railroad management with the view of 
obtaining an agreement as a substitute for section 7, Mr. East- 
man said if the objective could be attained by voluntary agree- 
— rather than by legislation he saw no reason why it should 
not be. 


The railroads, through J. J. Pelley, president of the Asso- 
ciation of American Railroads, opposed the extension of the 
effective date of Title I of the emergency act last June. 


R. C. Fulbright, representing the National Industrial Trf- 
fic League, also appeared in opposition to extension. 


Organized railroad labor spokesmen appeared in support 
of extension and labor’s legislative representatives worked for 
passage of the extension legislation. 


} 
REPRESENTATION OF EMPLOYES 

The National Mediation Board has certified that the 
Brotherhood of Railway and Steamship Clerks, Freight Han- 
dlers, Express and Station Employes has been designated to 
represent laborers in and around stations, storehouses, and 
warehouses (including merchandise pier), telephone switch- 
board operators, elevator operators, janitors and cleaners, 
office and station porters, and other employes performing 
analogous service, of the Chesapeake & Ohio. 

The National Mediation Board has certified that the 
Brotherhood of Railroad Trainmen has been designated to rep- 
resent road trainmen of the Duluth, Missabe & Northern. 





CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
December 1-14, inclusive, was 256,968 in the United States 
and 16,082 in Canada, according to the Association of American 
Railroad. The surplus for the United States was 4,652 cars 
greater than in the preceding period. It was made up as fol- 
lows: Box, 128,075; ventilated box, 1,283; auto and furniture, 
19,121; total box, 148,479; flat, 7,631; gondola, 36,093; hopper, 
26,059; total coal, 62,152; coke, 475; S. D. stock, 23,222; D. D. 
stock, 4,901; refrigerator, 9,010; tank, 375; miscellaneous, 723. 
Canadian roads reported a surplus of 12,562 box, 698 auto, 
1,078 flat, 584 hopper, 476 S. D. stock, 264 refrigerator and 420 
miscellaneous cars. 
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Motor Vehicle Transportation 





MOTOR CLASS RATES NOTICE 


The Commission, by Secretary McGinty, has issued the 
following notice concerning the filing of motor carrier freight 
tariffs and schedules containing class rates: 


The Commission’s Tariff Circular MF No. 1, which publishes 
regulations governing the construction and filing of motor carrier freight 
tariffs and schedules, provides in rule 3(d) thereof as follows: 

‘“‘When a tariff names rates by classes, a classification of articles 
must be published in the tariff or in a separate tariff. When a classi- 
fication is published in a separate tariff, reference must be made 
thereto on the title-page of the rate tariff as follows: 

““Governed, except as otherwise provided herein, by the (here name) 
classification (show issuing agent) MF-I. C. C. No. ...... or fC. Cy 
RG Sikdira ) supplements to or successive issues thereof.’ ’’ 

It should be understood that if a tariff contains class rates a 
classification of the articles upon which the class rates apply must 
be published. Such classification may be published in the tariff 
naming the class rates or it may be published in a separate tariff. 
If published in a separate tariff, the class rate tariff must refer to 
the classification in the manner provided in the rule quoted above. 

If the classification is published in a separate tariff, it may be 
published by the carrier which publishes the class rate tariff or it 
may be published by an agent acting for a group of motor carriers, 
or for a group of other carriers subject to the Commission’s jurisdic- 
tion. 

If the classification is published by an agent, the motor carrier 
should give to the agent publishing the classification a power of at- 
torney. To insure proper participation in the classification and for 
the protection of the carrier such power of attorney should be issued 
in the form and language set forth in rule 10 of Tariff Circular MF 
No. 1. 

It should be understood clearly that motor carriers are at. liberty 
to choose the method of publishing their freight classification but if 
they desire to have their rate tariffs subject to a classification pub- 
lished by an agent, arrangements should be made with that agent 
to be shown in the classification as a participating carrier and power 
of attorney should be issued as stated above. 


MOTOR FORMS PROTEST 


The Traffic World Washington Bureau 


A protest has been filed by Frank A. Parker, of New York 
City, against the Commission’s order of November 29, 1935, 
concerning section 203 (b)-(8), of the motor carrier act and 
against BMC forms 6, 15, 18 and 19. Those forms were 
prescribed by the Commission in respect of exemptions of 
trucks from the terms of the motor carrier act which declares 
“the transportation of property in interstate or foreign com- 
merce wholly within a municipality or between contiguous 
municipalities or within a zone adjacent to and commercially 
a part of any such municipality or municipalities, except when 
such transportation is under a common control, management, 
or arrangement for a continuous carriage or shipment to or 
from a point without such municipality, municipalities, or zone,” 
is not subject to the motor carrier act. 

The Commission, by the Bureau of Motor Carriers, has 
told Mr. Parker that it has carefully considered the protest 
and sees no reason for changing the forms of questions to be 
answered by carriers claiming to be excepted from the terms 
of the statute. The Commission explained that the forms were 
adopted and an effort made to have motor carriers save their 
rights under the grand-father clause by filing applications under 
the forms prescribed within the time allowed. 

“The protested order,” says Mr. Parker’s protest, “to- 
gether with its various forms 6, 15, 18 and 19 and their 
respective instructions, attempts to place the burden, at consid- 
erable expense and trouble, of proving in advance, on an intra- 
state carrier, subject to severe penalty, that he is eligible to 
an exemption from a federal law having no application what- 
soever to this intrastate carrier’s operations. The carrier must 
receive in advance of exempted operations a license (called an 
order) to do business, although as a private carrier doing the 
Same thing, the law does not apply in any sense. This is a 
manaifest infringement on New York state rights.” 

__ Mr. Parker said that while this protest was directed spe- 
cifically to that part of what was known as the New York City 
metropolitan district of the state of New York, its application 
was equally pertinent to 98 other United States districts ag- 
gregating over 100,000 persons each, and thousands of minor 
like situations. A claim was made that there was an unconstitu- 
tional discrimination between the two classes mentioned in the 
hereinbefore quoted part of section 203 (b)-(8). 





“In the contiguous municipalities described (pertaining 
to the New York metropolitan area) there are approximately 
7,000 for hire motor carriers,” says the protest. “An unknown 
number of such are actual competitors. The protested order 
requires (BMC 19) that it be served upon all competitors known 
to the applicant ‘in person or by registered mail.’ Form BMC 18 
ends up with the same requirement and points to penalties 
of $100 to $500 for each offense. The burden is therefore on 
an intrastate carrier to apprehend his intrastate competitors 
and serve a federal notice on them under pain of penalty. 
Thus, for example, if Shipper Adams tells Intrastate Carrier 
Brown that Intrastate Carrier Carter is one of Brown’s com- 
petitors, on Adams’ business (or vice versa), Carter becomes 
known to Brown and Brown must find Carter and introduce 
himself by a form BMC 19 notice, and get Carter’s receipt for it. 
At the same time Carter must return the compliment, or he 
may be fined $100 if it is his first offense, and up to $500 for 
subsequent offenses. This multifarious situation sets up an 


Dockets and hearing and disposition notices of 
motor truck rate committees, when and if set up, 
will be published in THE Trarric BULLETIN and the 
Daity TRAFFIC WoRLD and TRAFFIC BULLETIN, if de- 
sired, under the same arrangement made with the 
railroads for similar publication—namely, a share- 
the-cost plan. Figures will be given on request. 

THE TRAFFic WortpD does not intend to publish 
the thousands of applications for permission to op- 
erate under the motor carrier act, but will, through 
its Special Service Department, Earle Building, 
Washington, D. C., furnish such service, in whole or 
in part, at a reasonable charge, to any who desire it. 

Though motor carrier news is segregated, as far 
as possible, in THE TRraFFic WortpD under the head- 
ing, “Motor Vehicle Transportation,” there is gen- 
erally much matter pertaining to the subject that 
cannot be so segregated, and one interested espe- 
cially in motor carrier news should at least glance 
through the other pages of the magazine. 


additional expense to be borne by the public and is an infringe- 
ment on state rights.” 

Mr. Parker points out that the postage and postal regis- 
tration required in cofinection with the enforcement of the regu- 
lations laid down in respect of the applications would be as 
high as $25, not to mention the cost of typing many hundreds 
of copies. 


MOTOR TARIFF CIRCULARS 


The Commission has issued regulations to govern the con- 
struction and filing of motor common carrier freight rate and 
classification publications and of contract carrier schedules of 
minimum rates and charges. The regulations governing the 
construction and filing of tariffs and classifications pertaining 
to the carriers of property are described as Tariff Circular 
MF No. 1. 

This Tariff Circular MF No. 1 is a small pamphlet of one 
page devoted to a foreword and six pertaining to the form of 
tariff publications, including forms of powers of attorney and 
concurrences. The foreword says: 


Contrary to the understanding of many operators, the Commission 
will not prescribe initial [first] rates or charges for motor carriers. 
The motor carrier act, 1935, leaves such rates or charges to the dis- 
cretion of the carriers. Thereafter the Commission may, upon com- 
plaint or upon its own initiative, require changes in rates or charges 
which it finds to be unlawful, or prescribe new rates or charges, but 
only after a formal hearing. 

The Commission deems it desirable to prescribe at this time only 
a few simple regulations to govern the construction, filing and post- 
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ing of tariffs and schedules. These regulations may have to be changed 
or amplified later, but before that is done, there will be opportunity 
to study the tariffs and schedules initially filed and learn more about 
what ts needed. 

Carriers which are already using printed* tariffs or schedules may, 
if they so desire, file such publications with the Commission as their 
initial tariffs or schedules, provided they feel that such publications 
meet the general intent of these regulations. All initial tariffs or 
schedules filed will be deemed to comply with the law relative to filing 
unless and until they are rejected by the Commission with directions 
to file other tariffs or schedules in lieu thereof. In the event of such 
directions, the tariffs or schedules already filed shall be the effective 
tariffs or schedules until revised tariffs or schedules have been filed 
with the Commission in accordance with its direction. All tariff publi- 
cations filed after the initial tariffs or schedules have been filed must 
conform to these regulations. 

Tariffs containing joint rates or charges applying in connection 
with rail carriers or railroad-owned water carriers are to be published 
and filed in accordance with Tariff Circular No. 20. Tariffs containing 
joint rates or charges applying in connection with water carriers, 
other than railroad-owned, are to be published and filed in accordance 
with these regulations. 

Whenever tariffs or schedules already printed are used for filing, 
the MF-I. C. C. number, the new date of issue and the effective date 
must be shown but may be applied with pen and ink. See Rule 2(a) 
and (e). 


The regulations governing the constructions and filing of 
passenger fare publications and contract carrier schedules of 
minimum fares and charges are described as Tariff Circular 
MP No. 2. It also covers express rate and classification pub- 
lications of common and contract carriers of passengers. It 
contains a foreword similar to that attached to the freight 
tariff circular and seven pages of regulations including forms 
for powers of attorneys and concurrences. 


*“Printed’’ includes reproduction by mimeograph, planograph, 
stereotype, or by other similar durable process. 


MOTOR VEHICLE CARRIER FORMS 


The Commissin, by division 5, has prescribed forms to be 
observed by those filing applications for authority under sec- 
tion 213, motor carrier act, 1935, to consolidate or to merge, 
form BMC-20; for authority under that same section, to pur- 
chase, to lease or to contract to operate the properties, or 
any part thereof, of a motor carrier, or for acquisition of con- 
trol of such carrier through ownership of its stock, form BMC- 
21; for authority under section 214, motor carrier act, 1935, 
to issue. securities, form BMC-22; for authority, under sec- 
tion 214, to assume obligation or liability as lessor, lessee, 
guarantor, indorser, surety, or otherwise, in respect of the 
securities of any other person, natural or artificial, form BMC- 


Such applications will be akin to those filed by carriers 
by railroad or by railroad and water, and considered by divi- 
sion 4 of the Commission, after its Bureau of Finance has han- 
dled the preliminary work. 

Each of the forms requires the filing of a verified orig- 
inal application and six copies thereof for the use of the Com- 
mission, and one copy for the governor of each state in which 
one or more of the applicants operate, all the copies to be 
filed with the Commission. In the general instructions which 
are part of the form the Commission makes provision for the 
receipt of applications on paper not in accordance with the 
forms it has prepared. If the form prepared by it is not used 
the general instructions provide that the paper used shall be 
8.5 inches wide and 13 inches long, with a margin of 1.5 inches 
on the left side and one inch on the right side. Only hecto- 
graph, white-line blueprints or documents prepared by similar 
processes are barred.. 


The pertinent parts of section 213 are quoted in forms 
BMC-20 and BMC-21 for the benefit of those applicants pro- 
ceeding under that part of the law. As much is done for 
those proceeding under section 214 and using forms BMC-22 
and BMC-23. 


In notes attached to the forms the Commission defines 
terms used. For instance, in BMC-20, the notes define an 
affiliate so as to inform those encountering some form of the 
word in the statute; sets forth the distinction between a con- 
solidation and a merger, which is that in a consolidation both 
corporations go out of existence and a new corporation is 
created; while in a merger one corporation loses its identity 
by absorption in the other. Person is defined as meaning any 
individual, firm, co-partnership, corporation, company, asso- 
ciation or joint-stock association and including any trustee, 
receiver, assignee or personal representative thereof. In that 
form the applicant is required to state the full and correct 
name of each of the parties desiring to merge or consolidate; 
and whether the application is to consolidate or merge. The 
notes attached to BMC-20 say that if a document here re- 
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quested has been previously filed in connection with an appli- 
cation under section 213 or section 214, it will be sufficient to 
make reference in the space provided to the BMC-F docket 
number under which it has been filed, provided that any 
change or changes occurring in such document since such filing 
shall be shown either in such space or in a separate statement 
attached to this form, BMC-20, and identified to correspond 
with the specific exhibit requested. 


In the law as quoted in BMC-20, it is set forth that the 
provisions of section 213(3)(e), pertaining to consolidation, 
merger, lease, purchase, operating contract or acquisition of 
control, do not apply where the total number of motor vehicles 
involved is not more than twenty. 

In forms BMC-22 and BMC-23, the law quotation sets forth 
that the provisions of section 214, pertaining to the issue of 
securities, assumptions of liability, etc., do not apply to car- 
riers or corporations where the par value of the securities to 
be issued, together with the par value of the securities out- 
standing, does not exceed $500,000, or that sum is not exceeded 
by the fair market value of no-par securities. 


Each of the forms of applications requires a mass of data 
intended to enable the Commission in passing on the questions 
a by each of the applications to have a complete picture 

fore it. 


KEESHIN GETS ILLINOIS PERMIT 


The Illinois commission has issued to the Keeshin Motor 
Express Company, Inc., a certificate of convenience and neces- 
sity covering the common carrier motor truck operations of 
that company in the state of Illinois. The original petition ask- 
ing for the certificate was filed with the Illinois commission in 
October, 1930. Under the Illinois public utility law, common 
carrier truck operations are lumped with other public utilities 
which must obtain certificates from the commission covering 
plant and service extensions. The law was adopted in 1921 
but its application to common carrier motor truck transpor- 
tation was seriously not brought into question until the filing 
of the Keeshin application more than five years ago. Since 
then a few certificates have been issued to truckers, but in the 
majority of cases the applications, like the original Keeshin 
application, were denied. 


Railroads operating in Illinois, the Railway Express Agency, 
railroad labor organizations, and a number of communities in 
Illinois opposed the application. After more than two years of 
hearings, arguments and briefing, the application was denied in 
January, 1933. In March of that year, on petition of the Keeshin 
company, the case was reopened and it was on that reopened 
proceeding that the certificate was awarded. 


The Illinois commission’s order is a lengthy document in 
which the merits of the testimony of both applicant and re- 
spondents are examined. After considering the difference be- 
tween the services rendered by the railroads and those rendered 
by highway truckers, Keeshin, in particular, the commission 
said: 


Truck service is different from railroad freight service in so many 
espects that the railroads cannot offer an equivalent service without 
aking extensive changes and improvements in, and additions to their 

existing equipmnt and facilities. These changes, improvements and 
additions to existing railroad service would probably necessitate the 
scrapping of part of the existing railroad equipment and facilities and 
there is a serious question as to how far the railroads can be expected 
to proceed voluntarily with such a program. The record in this case 
is indicative of the fact that the respondent railroads have not under- 
taken to supply service the equivalent of that rendered by the petitioner. 
If the railroads or other existing transportation agencies cannot dupli- 
cate motor truck service with their existing equipment and facilities 
and remain reluctant, after having had an opportunity for years to 
proceed with a program of improvement and extension of their service 
so as to bring it into greater conformity with that rendered by the 
motor freight industry, it can no longer be considered a sound policy 
to refuse to authorize motor truck operation because of the existence 
of these other transportation agencies which are rendering service of 
a considerably different nature. To do so is to attempt to forestall 
the march of progress. 


The commission said that, some years ago, it denied an 
application for a certificate, with a warning to the railroads 
that “they would have to meet motor truck competition in one 
way or another.” However, the commission added, “they have 
seen fit to disregard such warning and to sit idly by while 
petitioner here, among others, has developed to a rather high 
degree the business of motor vehicle transportation.” 


In granting the certificate to the Keeshin company the 
Illinois commission reserved the right to issue further certifi- 
cates over the same routes should future public convenience 
and necessity require. 
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AUTOMOBILE LOAD MINIMA 


The Commission has denied the application of Official Ter- 
ritory railroads and Canadian lines for permission to publish 
low minima on automobiles loaded in ordinary box cars when 
the carriers are unable to furnish cars equipped with automo- 
bile loading racks. The railroads wanted such permission to 
prevent the diversion of such traffic to drive-away and truck- 
away transportation agencies. The change in the time for bring- 
ing out new models and increase in the sales of automobiles has 
caused a shortage of loading rack-equipped freight cars. The 
application was for permission to establish a minimum of six 
thousand pounds for automobiles in cars not more than forty 
feet, nine inches, long, and ten thousand pounds when two 
ordinary cars were furnished in lieu of one rack-equipped 
car. Protestants against the application included the American 
Trucking Associations, Inc., the National Automobile Transport- 
ers’ Association, and the Chevrolet Company. 

In denying the application the Commission probably 
pleased more railroads than it displeased. Western railroads, 
except the Chicago Great Western, opposed grant of the per- 
mission. They suggested that if the permission were granted 
so that eastern railroads could bring the traffic to the eastern 
termini of western railroads, there would be an urge on ship- 
pers to take the automobiles off railroad equipment and send it 
to destination by drive-away or truck-away arrangements until 
such time as they could persuade the western railroads, if ever, 
to make low minima. 

Eastern lines, according to declarations in papers filed with 
the Commission, opposed the low minima to overcome the dis- 
advantage of railroads not having as many rack-equipped cars 
as called for, until the New York Central gave notice that 
it would publish the minima on its own account. 

The railroads that favored grant of the permission said 
that the automobile industry estimated that 40,000 rack- 
equipped cars would be needed to carry the traffic resulting 
from the change in the time of putting out new models and 
the increased buying of automobiles. The railroads have only 
24,000 rack-equipped cars. ; 

One of the grounds of objection advanced by the National 
Automobile Transporters’ Association, composed of highway 
carriers of automobiles, was that if the railroads were per- 
mitted to establish the 6,000 pound minimum, ordinary box 
cars would be used to transport two automobiles. The asso- 
ciation pointed out that its equipment was intended to carry 
four automobiles and suggested that if the low minimum were 
established for freight cars, its members would have to meet 
the competition by not full use of their equipment. 


HOUSEHOLD GOODS TRUCK RATES 


The national steering committee of the household goods 
movers’ conference group of the American Trucking Associa- 
tions, Inc., has recommended that operators base their rates 
on either weight or cubical content. Model tariffs will be 
made available for operators in such form that they may file 
their rates on either basis. This solution of the rate basing 
problem was decided on after unanimous agreement could not 
be reached to use only one base. The group is headed by 
John L. Wilkinson, of Charlotte, N. C. 


TRUCKING SEEDS 

“Any trucker who is not a common carrier and who hauls 
misbranded seed from one state to peddle it in another state 
violates the federal seed act,” says the U. S. Department of 
Agriculture. “Transporting misbranded seed from one state 
to another is forbidden by law, but common carriers are ex- 
empt. Selling the misbranded seed in interstate commerce 
is also an offense, and the peddling trucker could be punished 
for either or both of these acts. Complaints received from 
state officials by the division of seed investigations, which ad- 
ministers the act, indicate that much of the seed sold by 
truckers from other states has been sold at unusually low 
prices. But this cheap seed is also of unusually low quality 
—or otherwise unsuitable. Truckers should be able to handle 
seed that is correctly labeled and is of high quality.” 


COLUMBIA TERMINALS SAFETY WORK 

The Columbia Terminals Company, St. Louis, trucking 
operator, has awarded safety citations to 229 drivers who went 
through 1935 without accidents. The citations were accom- 
panied with $25 cash prizes. Heading the list was Anthony 
Schwartzbach, whose record has been clear of accidents since 
1921. In addition to the citation and the prize, S. J. Cashel, 
president of the company, gave Mr. Schwartzbach a gold watch 
and a letter commending him on his record. In 1926, when the 
company began its safety work, its drivers were involved in 
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818 accidents. In 1935 the total number of accidents in which 
the drivers were involved was 60. 


SPECIAL AUTOMOTIVE TAXES 


Motor vehicle owners have become doubly taxed citizens 
who contribute, through special automotive taxes paid in addi- 
tion to regular taxes, more than 14 per cent of all state and 
local tax revenue, according to a statement issued by the Amer- 
ican Petroleum Institute. The statement said that these spe- 
cial taxes amounted to $947,956,000 in 1934, the latest year 
completely compiled, as compared with a total of state and 
local tax collections of $6,508,000,000, or 14.5 per cent. This 
percentage rose from 7.9 per cent in 1924, the institute said. 
It also said that in the ten year period, 1924 to 1934, special 
automotive taxes rose 160 per cent while total state and local 
taxes rose only 40 per cent. 


EXPRESS TRUCK SAFETY CAMPAIGN 


The Railway Express Agency has started a nationwide 
safety campaign among the drivers of its 9,500 trucks in 5,000 
cities and towns. The campaign will be carried on through 
safety committees formed among local express employes with 
local agents and general agents as chairmen. These committees 
are to meet regularly and will study all accidents reported. 
Drivers who went through 1935 without an accident of any 
kind for which they were responsible are to receive a merit 
card signed by the superintendent of the division on which 
they work. Continuation of a perfect record in succeeding 
years will entitle the driver to additional merit cards until, 
in 1940, he may receive a merit card signed by the president 
of the express agency. L. O. Head, president, has issued a 
statement to each truck driver calling attention to the special 
hazards of express truck driving, much of which is performed 
in areas of heavy traffic, and urging cooperation in the safety 
campaign. 


CARLOADERS’-TRUCKERS’ MEETING 

Representatives of the American Trucking Associations, 
Inc., and a committee of freight forwarders met at the Pal- 
mer House, Chicago, January 16, in an attempt to set up some 
sort of a basis for cooperative action in matters of rates and 
services. The meeting was presided over by Maurice Tucker, 
president, Tucker Freight Lines, South Bend, Ind., chairman 
of the A. T. A.’s national rates and tariff committee. Other 
members of his committee present included: E. N. Cannon, 
Madison, Wis.; J. B. Godfrey, Jr., Detroit, Mich.; R. J. Mc- 
Bride, Chicago; Glen Ward, Columbus, Ohio; R. A. Anderson, 
St. Louis, and Carl Jackson, Washington, D. C., secretary of 
the committee. The forwarders were represented by W. J. H. 
McEntee, Acme Freight Forwarding Company; Morris Fore- 
gash, Universal Carloading and Distributing Company, and E. 
M. Dillhoefer, National Carloading Corporation. 

It was pointed out that the relations between the truck 
operators and the forwarders were on a dual basis. In the 
first place, carloading and forwarding companies frequently 
had contracts with truckers for the assembling of the freight 
they consolidate. On the other hand, in movements between 
cities, the forwarding companies were in active competition 
with the truck operators. It was on the second point that the 
joint meeting hoped to arrive at some sort of agreement. It 
was felt that, without*such an agreement, there would be pos- 
sibilities of disastrous competition in rates. While nothing 
was definitely settled at the meeting, those present expressed 
themselves as well satisfied with the progress made. Accord- 
ing to Mr. Tucker another meeting will be called for the near 
uture. 


WESTERN PICK-UP AND DELIVERY 


The defense of the western trunk line carriers of their 
proposed pick-up and delivery service has been presented in 
a telegram to the Commission, signed by publishing agents 
Kipp, Sperry, Peel and Trovillion, the latter on account of 
the Illinois Central. The message follows: 

“Concerning protests and requests for suspension of free 
pickup and delivery tariffs which have come to the notice of 
publishing carriers. These schedules were worked out by 
traffic officers after mature consideration and deliberation and 
repeated conferences over a long period. They represent the 
considered judgment of the management as to what must be 
done by the railroads to participate in the traffic dealt with in 
the schedules. 

“In the judgment of the managements if the schedules 
become effective they will produce a gain in net revenue for the 
railroads and will afford the shippers a service long demanded. 
The schedules moreover are understood to be in harmony with 
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frequent suggestions of individual commissioners and the co- 
ordinator as to what must be established in order that rail- 
roads may continue to handle less than carload traffic. 

“The railroads believe that there is no sound reason, legal 
or factual, for suspension of the schedules and thus indefinite 
delay of an undertaking deemed necessary for the good of the 
railroads represented in the schedules and which would be a 
benefit to the shipping public as indicated by requests from 
shippers that the Commission permit the schedules to become 
effective. 

“A committee of counsel have examined the legal objec- 
tions directed against the schedules by those representing pro- 
testants engaged in handling freight by truck and in their 
opinion these objections are without foundation in the inter- 
state commerce act, either part one or part two (motor). These 
schedules are published by common carriers by railroads for 
a complete railroad service involving only an incidental serv- 
ice by truck within terminal districts. The shipper pays the 
established tariff rate and is not interested in what the carrier 
pays truck operators for pickup or delivery and there is no 
requirement in section six of the act that such amounts be 
carried in the tariffs. Where tne shipper performs pickup or 
delivery service it is only a substitute for the carrier’s serv- 
ice covered under the tariff by the through rate. In such cases 
allowances of five cents per 100 lbs. or less are named in the 
schedules which have been arrived at as maximum allowances 
contemplated by section 15 of the act. This appears to be 
the only practicable way to handle the matter of allowances 
and considered in harmony with the Commission’s view. 

“Some protestants suggest that part two of the act is 
entitled to consideration but examination will disclose that it 
has no application. The fact is that the Commission for years 
has held that it has jurisdiction under part one over ancillary 
terminal service performed by or for a railroad by horse 
drawn vehicles, motor trucks or otherwise and it is apparent 
therefore that the terminal service contemplated by the sched- 
ules has no relation to and is not affected by part two of the 
act. 


“Nothing can be found in part two indicating that the 
Commission’s jurisdiction under part one has been abridged 
or repealed. This is positively indicated in section 203 (a) (14). 
The schedules apply for the account of publishing railroads 
equally throughout the entire territory therein defined and 
for all shippers alike. Therefore unjust discrimination or 
undue preference or prejudice will not exist. The schedules 
reflect the managerial judgment of the railroads. They are 
in conformity with the law and in the public interest. The 
railroads urge the Commission to permit them to become effec- 
tive on’ the date named. Copies of this telegram are being 
mailed to those protestants of whom we have knowledge.” 


Hundreds of telegrams and letters were received by the 
Commission in the current week on the subject of the pick-up 
and delivery service Kipp and Peel tariffs filed by western and 
Mississippi valley lines, most of them being from shippers who 
asked that they be not suspended. Because so many of the 
telegrams contained identical terms it was inferred that some 
of the railroad traffic officials had exerted themselves to urge 
support of the carrier proposals. The Winside, Neb., Com- 
munity Club, instead of using its own letter head on which 
to commend the railroad proposals, wrote its approval on the 
stationery of the C. St. P. M. & O. Railway Co. 


While the Commission was receiving these advices in such’ 
large number it voted not to suspend tariffs of Pacific north 
coast region railroads, extending their pick-up and delivery 
service in parts of Idaho, Oregon and Washington and they 
became effective Jan. 14. The tariffs also provided for the 
payment of a five cents a hundred allowance to shippers who 
performed service for themselves. Truck interests had re- 
quested their suspension. The railroads said they were making 
the extensions to meet truck competition. 


This refusal of the Commission to suspend the Pacific north 
west pick-up and the delivery tariffs was taken by some inter- 
ested in the question of such service as indicating that the 
chances were against the Commission’s suspending the Kipp 
and Peel tariffs, dated to be effective Jan. 20. However, while 
the Commission, in the big pick-up and delivery proceeding in 
1933, Ex Parte No. 112, in which it inquired into Erie and Penn- 
sylvania pick-up and delivery tariffs refused to suspend them, it 
has suspended pick-up and delivery tariffs on account of pecu- 
liar local conditions. Because of those suspensions the con- 
clusion that there would be no suspension of the Kipp and 
Peel tariffs was not accepted as unassailable, by those who 
remembered that there had been suspensions. 

The Commission has refused to suspend supplements Nos. 
17 and 19 to Peel’s I. C. C. No. 2682, dated to become effective 
Jan. 15, proposing reduced and increased charges in connection 
with C. O. D. shipments receiving pick-up and delivery service 
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in southwestern territory. The Southwestern Motor Freight 
Bureau, Inc., and the Common Carrier Motor Freight Associa- 
tion, Inc., Dallas, Tex., jointly asked for suspension. They said 
that if the proposed charges were allowed to become effective 
it would be necessary for the motor carriers to establish the 
same charges on less-than-carload freight, because generally 
they were operating on the same transportation rates as the 
railroads. The protestants alleged that the proposed reductions 
had been made to conform with similar charges recently estab- 
lished by the Railway Express Agency, which, in turn, they 
asserted, reduced its C. O. D. charges to meet the government's 
parcel post charges for like service. . 

Reductions were carried by the supplements that have been 
allowed to become effective on the smaller sums to be col- 
lected. For instance, the charge for collecting $2.50, heretofore 
30 cents, has been cut to 18 cents. The charge for collecting 
more than $140, but not more than $150, has been increased from 
70 to 80 cents. 


Illinois Central Pick-up and Delivery 


Pick-up and delivery of merchandise freight without re- 
strictions of any kind will become operative on the Illinois 
Central January 20. The service will be rendered at all Illi- 
nois Central stations regardless of the origin point or des- 
tination of shipments. To the extent that connecting lines 
render .a corresponding service the same service will be per- 
formed by the Illinois Central on shipments originating or 
destined off-line as will be performed on shipments moving 
all the way over the Illinois Central. 

“Everything—everywhere—every day,” .is the slogan 
adopted by the railroad in the promotion of its new service, 
according to L. A. Downs, president. “This development has 
been a long time coming,” he said, “but it is a logical one 
and one which is in keeping with the needs of modern business. 
I regard it as a progressive step and one which will justify 
all less-than-carload shippers in giving first consideration to 
railway movement. I am happy that the Illinois Central, by 
reason of its unique location in three different freight classi- 
fication territories, has been able to take the leadership in 
this development and give impetus to its general application.” 

The railroad has called attention to the fact that contracts 
for performing the pick-up and delivery have been made with 
local truckers and that, therefore, it will result in keeping in 
the community considerable money that found its way outside. 
An allowance of five cents a hundred pounds will be made to 
any shipper or consignee who elects to provide his own pick-up 
or delivery service. For a small additional charge the railroad 
will collect charges on C. O. D. shipments. 

Indications that the differences among the southeastern 
railroads in the matter of pick-up and delivery of merchan- 
dise freight were about to be composed were seen in the an- 
nouncement, January 16, that the Southern Railway System 
intended to ask for sixth section permission to publish tariffs 
containing the service on the same basis as that contained 
in tariffs of other railroads dated to be effective January 20. 
Traffic officials of the Southern said they hoped to be able 
to make their tariff effective by February 1. The service will 
apply on all shipments delivered to or received from the South- 
ern regardless of origin or destination carrier or territory. 
It was understood among those interested that the original 
¢pposition of the Southern was one of the things that kept the 
southeastern lines from joining with those in the southwest 
and in Western Trunk Line territory when their territorial 
pick-up and delivery tariffs were filed. 

A further lining up of the southeastern carriers with those 
of the southwest and Western Trunk Line territory in the 
matter of store door pick-up and delivery service was indicated 
by an announcement from the Louisville and Nashville that 
that railroad had also filed tariffs under sixth section permis- 
sion to become effective, simultaneously with those from the 
other territories and with those filed by other individual roads 
in the southeast, on January 20. The terms of the L. and N. 
tariff are similar in services offered and allowanaces where 
shippers and carriers prefer to perform their own pick-up and 
delivery service to those in other tariffs in the group. The 
L. and N. pick-up and delivery service will not be operative on 
Kentucky intrastate traffic. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for No- 
vember, 1935, shows 11,606 cars—a percentage of 05.05—held 
overtime, as against 8,192 cars—a percentage of 05.39—for 
November, 1934. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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N. Y. SHIPPERS’ CONFERENCE 


The Traffic World New York Bureau 


The Shippers’ Conference of Greater New York, at its 
monthly meeting January 16, ratified, with minor amendments, 
the resolutions adopted at the open meeting of shippers by 
truck, held January 6 under the sponsorship of the conference. 

The resolution adopted at the open meeting on the question 
of whether maximum reasonable motor truck rates should be re- 
lated to railroad rates was the subject of considerable dis- 
cussion, however, and an amendment to it was passed by the 
conference. The original resolution read as follows: 


Resolved by the shipper representatives here assembled that maxi- 
mum reasonable rates established for the ‘transportation of mer- 
chandise by motor freight should not be related to rates charged for 
the transportation of merchandise by railroad, but should be deter- 
mined and established on cost factors of truck operation. 


This resolution was amended by the addition of the words, 
“plus a reasonable profit,” although it was held by some of 
the members that this addition was unnecessary and A. C. 
Welsh, first vice chairman of the conference, pointed out that 
it had been demonstrated in the Gulf ports differential case 
that the railroads had found it profitable in some cases to 
carry at cost. ; 

The resolution adopted by the open meeting on the ques- 
tion of what should be the minimum charge for truck trans- 
portation also caused considerable discussion. The resolution 
was to the effect that the minimum charge for the transporta- 
ttion of a single shipment by motor freight should be based on 
the rate a hundred pounds applicable. George A. Daniels said 
truckmen in general would be opposed to any such instruc- 
tions from shippers and that no truckman could afford to carry 
small shipments at the hundred pound rate, such as, for ex- 
ample, where a hundred pound rate of 15 cents was in effect 
between Newark and New York. The resolution was finally 
amended to add the words, “but not less than 50 cents.” 


Another resolution that caused dissension was that relating 
to the publication of rates. The open meeting had adopted 
a resolution to the effect that common carrier truckers subject 
to the act should publish their rates, rules, regulations, and clas- 
sifications by means of publishing agencies wherever possible. 
Cc. H. Hilleary offered an amendment substituting the word 
“desirable” for “possible,” but this was defeated by the confer- 
ence as taking away the force of the resolution and the orig- 
inal one was approved. 


A motion by Mr. Hilleary that the resolutions, as approved 
by the conference, be transmitted to the various trucking asso- 
ciations, including the American Trucking Associations, and 
to the motor carrier division of the Commission, was adopted. 

Reporting on the so-called pier boycott case, W. H. Brusche 
said the situation on New York piers had improved greatly 
in recent weeks although there were still scattered reports that 
checkers on piers refused to record transaction on shipments 


moving to and from piers by trucks operated by non-union 
drivers. 


R. A. Cooke reported on collection and delivery service, 
stating that store door delivery and pick-up service in Western 
Trunk Line Territory would become effective January 20 unless 
suspended by the Commission. The position taken by the con- 
ference at the time of the establishment of the eastern store 
door delivery and pick-up services by several of the major 
carriers was to join with the railroads in support of the serv- 
ice. He recommended that, in the event the Commission’s de- 
cision was unfavorable to the railroads, prosecution of the 
complaint should be left to the railroads and shippers in West- 


ern Trunk Line Territory, and this was accepted by the 
conference. 


A report read by R. H. Goebel, secretary of the conference, 
on the proposed centralized railroad freight collection and 
credit agency, stated that the matter was progressing. favor- 
ably and that a special committee had been appointed by the 
eastern carriers to consider it. The conference committee on 
the subject recommended that determination of the area to be 
covered by the agency should be left to the carriers to decide, 
but suggested that it might be taken as the New York port 
district as determined by the Port of New York Authority. 

C. M. Smith, chairman of the intercoastal committee of 
the conference, said his committee and the special committee 
appointed by the Chain Store League had met with represen- 
tatives of the U. S. Intercoastal Conference organization De- 
cember 27 and had found the intercoastal group receptive to 
the suggestion that public hearings be held on the matter of 
proposed changes in the intercoastal rate structure. The in- 
tercoastal representatives were puzzled, he said, as to how 
to set up the machinery for carrying this out, but the shippers’ 
joint committee was assured that the subject had been docketed 
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for discussion at the general meeting of the intercoastal lines 
scheduled for February 10 in New York. 

In the matter of I. & S. Docket 3636, general revision of 
rates on cotton piece goods, W. H. Connell, chairman of the 
rate committee, suggested that members of the conference 
confer with the carriers serving them with respect to specific 
questions arising in connection with their traffic. Mr. Connell 
also reported on I. & S. Docket 4122, automobiles to Gulf ports 
for export. He stated that the proposed report, if adopted, 
would result in the elimination of some of the rate handicaps 
under which New York operates in competition with Canadian 
ports and said his committee was hopeful that it would be 
adopted. 

__ Mr. Connell also reported that the conference had filed 
with the Commission a brief in I. C. C. Docket 26860, Albany 
Port District Commission vs. A. & W. Railway Company et al., 
opposing Albany’s contentions on the grounds that mileage has 
never been an important consideration in making export and 
import rates, that the effect of the Albany proposal on other 
ports would be disastrous, and that discrimination against Al- 
bany, if existent, was due to failure of the railroads to give 
Albany a basis of rates consistent with the port differential 


a and in harmony with the rates to and from other 
ports. 


Mr. Connell said his committee would like to receive from 
members of the conference suggestions as to difficulties en- 
countered in the use of tariffs in their present form so that 
they might be taken up with the National Tariff Simplification 
Committee recently formed by the Traffic Advisory Committee 
of the Association of American Railroads. 


A nominatiing committee to present a slate of officers at 
the February meeting of the conference was selected. Mem- 
bers are George Daniels, Sanford Peters, W. J. Bailey, V. K. 
Raymond and C. H. Callaghan. 





NEW COMPLAINTS FILED 


No. 27267, Union Fork & Hoe Co., Columbus, O., vs. C. & O. et al. 

Rates, handle material, Frankfort, Ky., to Columbus O., in vio- 
lation of section 1. Asks reparation. (George M. Stephen, atty., 
19 South Wells St., Chicago, II.) 

No. 27268, A. P. Smith Manufacturing Co., East Orange, N. J., vs. 
D. L. & W. et al. 

Rate, moulding sand, Elnora, Ushers and Mechanicville, N. Y., 
to Bloomfield, N. J., in violation of section 1. Asks reparation. 
(Robert De Kroyft, t. m., 20 Washington Place, Newark, N. J.) 

No. 27269, Du Pont Film Manufacturing Corporation, New York, N. 
Y., vs. Raritan River Railroad Co. 

Rates, cellulose acetate, Waynesboro, Va., to Parlin, N. J., in 
violation of section 6. Asks reparation. (Robert W. Marshall, 
traffic counsel, DuPont Bldg., Wilmington, Del.) 

No. 27270, Du Pont Rayon Co., New York, N. Y., vs. N. & W. et al. 

Rates, sodium cyanide, cellulose acetate, and quicksilver, Ni- 
agara Falls, N. Y., Waynesboro, Va., New York, N. Y., and Little 
Ferry, N. J., to Old Hickory, Tenn., New Brunswick and Nixon, 
N. J., and Waynesboro, Va., in violation of section 6. Asks repara- 
tion. (Robert W. Marshall, traffic counsel, DuPont Bldg., Wilming- 
ton, Del.) 

No. 27271, Raymond Rosen, Inc., Philadelphia, Pa., vs. Reading. 

Seeks cancellation of alleged overcharges, electric household re- 
frigerator machines, Detroit, Mich., to Philadelphia, Pa. (Julius 
L. Goldstein, atty., 111 John St., New York, N. Y.) 

No. 27272, Globe Metal Co., Chicago, IIl., vs. Illinois Central. 

Rates in violation sections 1 and 4, scrap nonferrous metals, 
Sioux Falls, S. D., té Chicago. Asks cease and desist order, rates 
and reparation. (Ford D. Porter, traffic counselor, 440 South Dear- 
born St., Chicago, Ill.y 

No. 27166, Sub. No. 1. Farmers’ Grain, Inc., et al., Melrose, N. M., 
vs. A. & S. et al. 

Unreasonable rates and charges, grain grain products and seeds, 
to and from Farwell, Tex., and the combined factors which provide 
through rates on shipments from* Melrose and other eastern New 
Mexico points on the A. T. & S. F. to Texas points. Ask cease 
and desist order and rates. (S. J. Cole, practitioner, 1000 Fisk 
Bidg., Amarillo, Tex.) 

No. 27274, Du Pont Viscoloid Co., New York, N. Y., vs. N. & W. et al. 

Rates and charges in violation section 6, cellulose acetate and 
scrap, from Philadelphia, Pa., and Waynesboro, Va., to Arling- 
ton, N. J. Asks reparation. (Robert W. Marshall, traffic counsel, 
DuPont Blidg., Wilmington, Del.) 

No. 27237, S. Cheney & Son, Manlius, N. Y., vs. New York Central et al. 

Rate, gand, Cape May, N. J., to Manlius, N. Y., in violation of 
section 1. Asks reparation on shipments made in the period April 
20, 1927, to June 30, 1935. (Leo Tessler, practitioner, 1148 Manor 
Ave., New York.) 

No. 27275, E. I. du Pont de Nemours & Co., Inc., Wilmington, Del., 
vs. A. G. S. et al. 

Rates charged, shipments alleged to be chemicals from various 
points in the United States to the complainant in violation of 
section 6, it being alleged that the legally applicable rates were 
those shown in an appendix which were published as commodity 
rates or rates by exceptions to the classification to apply on chem- 
icals, the result being overcharges. Asks reparation. (Robert W. 
Marshall, traflic counsel, DuPont Blidg., Wilmington, Del.) 
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Personal Notes 





F. O. Sedgewick has been appointed general eastern agent in 
charge of solicitation for the Advance Transportation Company 
at Buffalo, N. Y. George H. Crow, vice-president of the com- 
pany, has been placed in charge of its new offices at Cleve- 
land, Ohio. 

Samuel A. Townsend has been appointed assistant freight 
traffic manager, New York Central, at St. Louis. 

John H. Barrickman, general agent, Louisville and Nash- 
ville, Louisville, Ky., retired recently after 58 years of con- 
tinuous service with that railroad. 

Paul H. Draver has been appointed traveling freight agent 
for the C. M. St. P. & P. at Kansas City. 

James A. Cluney has been appointed district manager of 
the New York district of the Trunk Line Freight Inspection 
Bureau at New York City. 

George M. Leim, Jr., of the staff of American Trucking 
Associations, Inc., who has been elected executive secretary of 
the new National Conference of Truck 
Tariff Bureaus, has been active in the 
development of rates, tariffs and clas- 
sification to be filed by truck operators 
under the motor carrier act, and has 
had more than 25 years’ experience 
in the transportation field, particularly 
in rate matters. He first became as- 
sociated with the transportation indus- 
try in 1907. Later, he became assistant 
traffic manager of the Simmons Hard- 
ware Company, Philadelphia, and in 
1913 became traffic manager of the 
Victor Talking Machine Company. 
Camden, N. J., which position he held 
until 1924. He then entered the truck- 
ing business as an operator and has 
been associated with motor carriers 





ever since. 





The thirtieth annual meeting of the American Association 
of Freight Traffic Officers was held in the Palmer House, Chi- 
cago, January 16. Luncheon was served. At the business 
meeting the following officers were elected: President, Wil- 
liam Haywood, freight traffic manager, Illinois Central, Chi- 
cago; first vice-president, Carl Howe, vice-president, Erie Rail- 
road, Chicago; second vice-president, D. S. Mackie, assistant 
freight traffic manager, New York Central, Chicago; third 
vice-president, E. F. Flinn, freight traffic manager, Grand 
Trunk-Canadian Northern, Chicago; fourth vice-president, 
George H. Hill, district freight agent, Pennsylvania, Chicago; 
secretary-treasurer, W. R. Curtis, freight traffic representa- 
tive, Mobile and Ohio, Chicago; members of the executive com- 
mittee, J. W. Bingham, traffic manager, Corn Products Refin- 
ing Company, Chicago; T. E. Bond, vice-president, E. J. & E., 
Chicago; E. B. Finegan, freight traffic manager, C. M. St. P. 
& P., Chicago; Oscar Townsend, vice-president, C. G. W., Chi- 
cago; J. C. Kimes, general freight agent, B. & O., Chicago; 
W. C. Douglas, assistant general freight traffic manager, N. Y., 
C., Chicago; C. H. Ryan, Jr., general freight agent, L. & N., 
Louisville; E. P. Vernia, vice-president, C. I. & L., Chicago; 
F. B. Houghton, vice-president, A. T. & S. F., Chicago; Charles 
Barham, vice-president, N. C. & St. L., Nashville. Mr. Hay- 
wood said the association had entered into an educational pro- 
gram on the important issues confronting the transportation 
world. The organization is composed of freight traffic officers and 
representatives of various railroads and steamship companies 
throughout the country It has a group insurance plan and 
the object of the organization is to promote good fellowship 
among its members, afford means for the discussion of general 
topics of interest to freight traffic officers and to afford pro- 
tection of its members through group insurance. 

At the annual election of the New York City sssociation 
of Passenger and Ticket Agents, held January 13, C. O. B. 
Brown, city passenger agent, New York Central, was elected 
president. Other officers elected were First vice-president, 
Henry Schneider, traveling passenger agent, Burlington Route; 
second vice-president, J. J. McDonnell, Pennsylvania Railroad; 
secretary-treasurer, Thomas C. Clancy, traveling passenger 
agent, Dollar Steamship Lines. 

The General Eastern Passenger Agents’ Association of 
New York elected the following officers at its annual meet- 
ing; President, C. B. Perkins, Norfolk & Western; vice-presi- 
dent, A. L. Miller, New York Central; secretary, Claude T. 
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Hunt, Southern Railway; treasurer, J. L. Homer, Lackawanna 
Railroad; assistant secretary, C. C. Trueb, Pennsylvania Rail- 
road. 

W. P. Kenney, president of the Great Northern, and W. C. 
Dickerman, president of the American Locomotive Company, 
have been appointed members of the Business Advisory Coun- 
cil for the Department of Commerce. 

R. J. Griffith, Cunard White Star Line, New York, has 
been appointed manager of that company’s office at Atlanta, Ga., 
succeeding A. B. Burnham. A. L. Harben was appointed as- 
sistant manager of the Atlanta office. 

The N. Y. K. Line has announced receipt of advices from 
Tokio that Noboru Ohtani had been elected president of the 
company, succeeding Kenkichi Kagami, who was named chair- 
man of the board of directors. 





Doings of the Traffic Clubs 





The program committee of the Traffic Club of the Roches- 
ter, N. Y., Chamber of Commerce has called a meeting of all 
interested persons, members and non-members, at the cham- 
ber rooms January 21, for the purpose of ascertaining what 
type of educational program to recommend to the club for 
adoption. Four proposals will be presented, as follows: “The 
Associated Traffic Clubs of America’s Educational Program,” 
by W. D. Sanderson; “Traffic and Transportation Study Classes 
Within the Club,” by V. H. McLean; “Traffic Courses,” by F. W. 
Burton, and “A Traffic Club Forum,” by Fred Le Clare. After 
a discussion from the floor a vote will be taken and one of 
these proposals or a combination of more than one recom- 
mended as the choice of the meeting. E. E. Carson is chair- 
man of the committee. 





J. E. Springer, whose election to the presidency of the Tri- 
State Traffic Club was announced at a meeting at Maxwell's 
cafeteria, Joplin, Mo., January 7, is di- 
vision freight and passenger agent for 
the Frisco railroad at Joplin. He has 
the distinction now of being president 
of a traffic club for the second time, 
having heretofore held that position 
with the Birmingham Traffic and 
Transportation Club. He is now presi- 
dent of the Joplin Rotary Club and 
vice-president of the Joplin district of 
the Boy Scouts of America. Others 
elected with him include: First vice- 
president, H. A. Gray, general traffic 
manager, Eagle, Picher Mining and 
Smelting Company, Joplin; second 
vice-president, J. A. Fennimore, presi- 
dent, Joplin and Pittsburg Railway, 
Pittsburg, Kan.; secretary-treasurer, W. B. Schreier, chief clerk, 
division freight office, A. T. and S. F., Joplin; members of the 

ard of directors, F. M. Myers, F. F. Langerhans, W. J. Board, 
. F. Burnett, Ira Clemens. Plans are under consideration for 
the club’s annual meeting. Its membership now numbers 180. 





The Oklahoma City Transportation Club will hold a din- 
ner dance and card party at the Biltmore Hotel February 5. 





J. F. Marullo, export manager, Texas Star Flour Mills, 
spoke on foreign trade at a luncheon meeting of the Galveston 
Traffic Club January 13. He praised the new international 
trade agreements and said that the one entered into between 
the United States and Holland would result in exporting be- 
tween 2,000 and 4,000 tons of flour a year from Galveston. He 
also predicted that a removal of governmental wheat acreage 
restrictions would cause a resumption in the export trade in 
wheat. The club adopted a resolution opposing H. R. 6772, 
the commodity exchange bill, and instructed its officers to trans- 
mit that opposition to Texas representatives and senators in 
congress. 


The annual dinner of the Omaha Traffic Club will be held 
at the Fontenelle Hotel January 23. Tom Collins, Kansas City 
newspaperman, will speak on “Luck: Its Care and Feeding.” 
The invocation will be delivered by Dr. Frank G. Smith, pas- 
tor, First Central Congregational Church. 

The speaker at the annual dinner of the Traffic Club of 
Chicago at the Palmer House January 30 will be Fitzgerald 
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Here Today - There Tomorrow! 





The Overnight - The Merchant - The Trader - The Salesman 


IN THE LINGO of the yards, they’re “hot-shots” and are 
high-balled through as fast as steam will carry them. 


They are Southern Pacific’s four new, fast merchandise 
trains which, coordinated with other trains and our motor 
trucks, provide overnight transportation between the San 
Francisco Bay region and Los Angeles metropolitan trad- 
ing areas—between these cities and the entire San Joaquin 
Valley and Coast Line points—and from the San Francisco 
Bay region east to Reno, Nevada; and to Sacramento Val- 
ley points north to Yreka, California. 


THE OVERNIGHT between San Francisco and Los An- 
geles is the fastest freight train in the West. 
THE MERCHANT provides service to the cities 
in the Sacramento Valley. THE TRADER serves 


A COAST TO COAST 





the San Joaquin Valley and THE SALESMAN the Coast 
Line and Monterey Peninsula. 


Our regular store-door “Pick-up and Delivery” of LCL 
merchandise plays an integral part in the swift move- 
ments of these four trains. Fast, efficient overnight service 
and early first morning delivery are all in line with the 
new ideas we are constantly developing and putting into 
effect on Southern Pacific Lines. 


Overnight transportation of LCL merchandise is just 
one phase of Southern Pacific’s freight performances, but 
we think it reflects the extent and standard of our service 
as a whole. Because of our extensive opera- 
tions, and their quality, we know we can help 
you with your transportation problems. 


TRANSPORTATION SERVICE 
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Hall, president, Nashville, Chattanooga and St. Louis, Nash- 
ville, Tenn. The committee in charge assigned no subject to 
Mr. Hall in inviting him to make the address. Frank E. Guy, 
traffic manager, Atlas Portland Cement Company, is chairman 
of the committee in charge, and D. W. C. Becker, La Salle 
Extension University, is secretary. 





Dr. Melvin J. Vincent, professor of Sociology, University of 
Southern California, spoke on “Social Reconstruction from a 
Biological Viewpoint,” at a luncheon meeting of the Los An- 
geles Transportation Club January 13. The club held a stag 
party in the club rooms, Pacific Electric Building, January 17. 
The club’s first golf tournament of the year was held at the 
Brentwood Country Club January 10. 





Dr. A. P. Haake, managing director, National Association 
of Furniture Manufacturers, Chicago, one of the organizers 
of the American Liberty League, will speak on “Through Re- 
form to Destruction and the Antidote” at the annual dinner of 
the Traffic Club of Philadelphia at the Bellevue-Stratford Hotel 
January 21. 





J. Russell Wait, director of the port of Houston, spoke on 
“Flood Control,” at a luncheon meeting of the Traffic Club of 
Houston at the Rice Hotel January 14. The annual dinner of 
the club will be held at the Rice Hotel January 25. There will 
be dancing after the dinner. Claude H. Pugh is the chairman 
of the committee in charge. 





William E. Lee, Interstate Commerce Commissioner, spoke 
on the enlarged scope of the work of the Commission under the 
motor carrier act at a luncheon meeting of the Washington, 
D. C., Transportation Club at the Hotel Raleigh January 16. 





Th:e annual dinner of the Traffic Club of Cleveland will 
be held at the Hotel Hollenden February 6. 





Fred A. Doebber, secretary, Associated Traffic Clubs of 
America, Indianapolis, was the speaker at the first annual ban- 
quet of the newly organized Eastern Indiana Traffic Club at 
the Hotel Roberts, Muncie, Ind., January 8. There were over 
300 in attendance. 





Joel W. Eastman, economist and humorist, spoke on 
“American Fundamentals” at a dinner meeting of the Traffic 
Club of New England at the Hotel Copley-Plaza January 16. 





John O. Younger, seventh president of the Winston-Salem 
Traffic Club, was elected to that position at the club’s annual 
business meeting Friday evening, Jan- 
uary 3. He was born in Arkansas in 
1898 and received his education in the 
public schools of Memphis, Tenn. In 
1913 he entered the service of the 
Rock Island Lines as messenger boy, 
later holding various positions in the 
local freight office in Memphis. In 
1920 he was transferred to the traffic 
department and in 1924 was appointed 
traveling freight and passenger agent, 
Atlanta, Ga. In 1929 he was promoted 
to general agent of the Rock Island 
Lines in Winston-Salem. He is one of 
the organizers and a charter member 
of the club. He has served on the 
board of directors and on various com- 

,  mittees. In 1935 he was first vice- 
president. Other officers for 1936 are G. F. Turley, first vice- 
president; H. M. Morecock, second vice-president; T. B. Jen- 
kins, Jr., secretary-treasurer. The board of directors includes 
F. L. Thorpe, retiring president, chairman; A. M. Strauss, L. 
F. Owen, J. S. Bergman, C. W. Strickland, P. H. Dowdell, 
Geo. D. Lentz, C. C. Elder, and F. D. Reavis. Jauary 7 the 
club held one of its most successful annual dinner meetings 
with S. Clay Williams, chairman of the board of directors, 
R. J. Reynolds Tobacco Company, Winston-Salem, as guest 
speaker. S. S. Butler, assistant chief traffic officer, Frisco Lines, 
St. Louis, acted as toastmaster. 








Members of the senior study group of the Traffic Club of 
Dallas held a session at the Adolphus Hotel January 14 and 
discussed the first four paragraphs of section 1 of the inter- 
state commerce act. L. W. Land, southwestern freight agent, 
B. and O.-Alton, vice-president, Associated Traffic Clubs of 
America, led a discussion on the subject “Regulating Com- 
merce According to Facts.” Paragraphs 5 and 6 of the first 
section of the act will be considered at the next session of the 
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senior group January 28. R. T. DuBose, general freight agent, 
toatl will lead a discussion on government ownership of 
railroads. 





At a meeting of the traffic study group of the Transporta- 
tion Club of Springfield, Ill., January 13, Walter Kaylor, as- 
sistant transportation rate export, Illinois commission, led the 
discussion on express and parcels post. S. Clayton, general 
agent, Railway Express Agency, was the guest instructor. A. 
G. Grimm, Pillsbury Flour Mills Company, will be in charge 
of the session January 27 at which classification rules 1 to 14 
will be discussed. 





Paul R. Van Treese was elected president of the Indian- 
apolis Traffic Club at the annual business meeting at the Hotel 
Lincoln, January 9. Mr. Van Treesé 
is traffic manager for the J. D. Adams 
Manufacturing Company. Other offic- 
ers elected were: Vice-president, O. 
G. Hagemann, general agent, Chicago, 
Burlington and Quincy; _secretary- 
treasurer, E. G. Bumgardner, agent, 
Baltimore and Ohio; new members of 
the board of directors, J. G. Naughton, 
district passenger and freight agent, 
Indiana Railroad; D. R. Thompson, dis- 
trict freight and passenger agent, 
Southern Railway System; S. ; 
Daugherty, traffic manager, Kroger 
Grocery and Baking Company, and R. 
F. Garen, traffic manager, Central 
States Envelope Company. B. M. An- 
gell, H. J. Filby, W. J. Hanley, C. J. Pearson, B. D. Rhodes and 
William Ward are holdover members of the board. At the 
meeting W. L. Snodgrass, general superintendent of traffic, 
Indiana Railroad, retiring president, made his annual report. 
The annual report of the secretary-treasurer was made by Mr. 
Bumgardner. 





Delays in adjustments of rail rates caused by the law 
are costing the railroads heavy needless revenue losses accord- 
ing to Z. G. Hopkins, special representative, Western Railway 
Committee on Public Relations, who spoke on the Pettingill 
bill at a meeting of the Milwaukee Traffic Club at the Wis- 
consin Hotel January 13. He said the long and short haul 
clause of the fourth section was particularly hampering in this 
respect, estimating that “the present situation is costing the 
railroads something like $40,000,000 in revenues annually in 
transcontinental traffic alone.” He said in this respect it was 
impractical to talk about equality of regulation between the 
railroads, on the one hand, and other types of transportation, 
on the other, since a long-and-short-haul inhibition on other 
types could not be made to work. Hence, he reasoned, the only 
way to cure the situation was to repeal that part of the law 
as it affects railroads by adopting the Pettingill bill in Congress. 

The Transportation Club of Peoria, Ill., and the Peoria 
Association of Commerce will jointly sponsor a showing of the 

an-American Airways film, “Flying the Lindbergh Trail,” at 
he Pere Marquette Hotel February 3. 





The Traffic Club of Jacksonville, Fla., held a joint luncheon 
with the Marine Terminal Operators of the Atlantic Ports at 
the Mayflower Hotel, January 13. Joseph B. Eastman, fed- 
eral coordinator, spoke, as reported elsewhere in this issue. 
hove se officers of the club (see Traffic World, Dec. 14) were 
ins ; 





Powell Crosley, Jr., president, The Crosley Radio Corpora- 
tion, will be the speaker at the annual dinner of the Cincin- 
nati Traffic Club at the Netherland-Plaza Hotel February 11. 
Russell Wilson, mayor of Cincinnati, will be toastmaster. 





Charles Streithof, superintendent, municipal water works, 
spoke on “The Water We Drink” at a dinner meeting of the 
Transportation Club of Evansville, Ind., at the Vendome Hotel, 
January 15. 





The Traffic Club of the Lehigh Valley will hold a dinner 
meeting at the Beth-Allen Casino, Bethlehem, Pa., January 20. 
There will be a speaker but his identity has not as yet been 
announced. 





Dr. C. M. A. Stine, vice-president in charge of chemical 
research, E. I. duPont deNemours Company, will be the speaker 
at the annual dinner of the Traffic Club of Wilmington, Del., 
February 11. T. B. Curtis, general agent, C. and W. C., At- 
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lanta, Ga., will be toastmaster. F. T. Ridley, assistant traffic 
manager of the DuPont organization, is chairman of the com- 
mittee in charge. 





The dinner meeting of the Transportation Club of Des 
Moines at the Hotel Fort Des Moines January 20 will be known 
as Wheeler-White Line night. The speaker will be Clyde L. 
Herring, governor of Iowa. 





The board of directors of the Associated Traffic Clubs of 
America has acted favorably on the applications for member- 
ship of the Green Bay Traffic Club and the San Antonio Traffic 
Club and those organizations have been officially notified of 
their election to membership. 





The Traffic Club of Dallas, the Transportation Club of 
Springfield, Ill., and the Ky-O-Va Traffic Club, Ashland, Ky., 
have ratified the resolution adopted at the Indianapolis meeting 
of the Associated Traffic Clubs of America opposing the Wagner 
bill. 





“Laws are not made. They are founded on the customs 
of. society,” said Charles R. Belstering, vice-president, United 
States Steel Corporation, in an address on “Federal Regulation 
of Transportation,” at a forum luncheon of the Traffic Club 
of New York January 15. To the extent that legislators en- 
deavor to make laws not based on custom, he said, such laws 
are usually doomed to failure. He spoke about the restrictive 
effects of the regulation of railroads in this country and pointed 
out that the real period of growth of the American rail system 
was that period when they were free to make individual con- 
tracts. He said that there was no greater threat of restriction 
on commerce than the threat of government ownership, al- 
though, he added, the agitation in that direction was “fortu- 
nately on the wane.” Shipper and carrier alike were agreed, 
he added, that there should be a relaxation of the burdensome 
legislation and regulation of transportation ‘so conductive to 
the loss of initiative of those in charge of the management of 
our great railroad properties, and which in the final analysis 
increases the cost of transportation to be borne by the public.” 





E. C. Worthly, general agent, Kansas City Southern, was 
elected vice-president of the Traffic Club of Minneapolis, and 
W. K. Adams, general passenger agent, Minneapolis and St. 
Louis, was elected to the board of directors, to fill positions 
vacated by R. K. Smith, general agent, Southern Pacific Lines, 
recently transferred to Stockton, Cal. At a luncheon meeting 
of the club at the Nicollet Hotel, January 16, motion pictures 
of football games of the University of Minnesota were shown. 
The club will hold a keno and dancing party January 20 and 
a griddle cake dinner February 15. Both these events will take 
place at the Nicollet Hotel. 





Consolidation of motor truck companies into large systems 
was predicted by Charles E. Cotterill, traffic counsel, in an 
address before the Metropolitan Traffic Association of New 
York January 9. Such consolidations have already been be- 
gun and mergers of even greater extent are being negotiated, 
he said. Effective regulation is the chief problem which has 
resulted from passage of the motor carrier act because of the 
great size of the motor carrier industry, he asserted. “Its 
effective regulation presents problems wholly unlike those con 
nected with railway regulation,” he said. “This is due to the 
vast number of motor vehicle concerns, it being thought by 
some that the total number in this country is nearly 300,000, 
with an average ownership of not more than a few vehicles 
each. The sizes of individual concerns range from those many 
thousands of little truckers up to the large general over- 
the-road and local trucking companies whose gross incomes 
run into quite large figures and who individually employ hun- 
dreds of men. It cannot be said that the new federal statute 
contains an avowed purpose to cut down materially the num- 
ber of motor vehicle companies, yet that will probably be one 
of its chief ultimate effects. The prime evil in motor haulage 
for hire has been the utter lack of responsibility on the part 
of thousands of little operators who, while living only from 
hand to mouth, have been able to accomplish even that much 
only by desperate means. Overworking their employes, let- 
ting their equipment get into an unsafe condition, carrying no 
insurance and ignoring their liabilities, those numerous little 
fellows are mainly responsible for the public hostility to motor 
carriers in general and the demoralization of the industry. 
The new governmental regulatory policy promises to eliminate 
such unhealthy conditions. The requirements that adequate in- 
surance shall be carried, that equipment shall be safe, that 
employes shall not be overworked and shall be of suitable 
standards of intelligence and physical fitness alone will go far 


The Traffic World 


Vol. LVI, No. 3 





toward crunching out of existence many operators who cannot 
meet the standards soon to be enforced. To those requirements 
of the statutes should be added others of importance which 
which will tend to have the same purging effect, such as the 
need to file tariffs and scrupulously live up to them and the 
keeping of proper records and making of proper reports. Al- 


‘ready there is taking place throughout the country a sig- 


nificant amount of approach to the better organized and op- 
erated trucking companies by numerous of the smaller 
irresponsible concerns seeking the privilege of being bought out 
or otherwise taken under the protective wing of the responsible 
concerns which have welcomed and will find no material diffi- 
culty in complying with the new law. As for the larger com- 
panies, it can be said with certainty that they are optimistically 
plugging away at the huge task of making the new statute a 
success.” 





The Traffic Study Club of Akron, Ohio, will hold a stag 
party at the Akron Leidertafel January 21. There will be 
refreshments and entertainment. 





The Association of Railroad and Steamship Agents of Bos- 
ton will hold its golden anniversary annual meeting and dinner 
at the Parker House January 22. Six of the charter members 
of the association will be honor guests at the dinner, at which 
there will be a program of music and entertainment. Business 
of the meeting includes election of officers. 





R. V. Fletcher, vice-president and general counsel of the 
Association of American Railroads, Washington, D. C., spoke 
on “The Place of the Railroads in the Field of Transportation” 
at the annual dinner of the York, Pa., Traffic Club at the Hotel 
Yorktowne January 16. 


Ate 





The second semester of the course in traffic sponsored by 
the Transportation Club of Louisville in conjunction. with the 
university of Louisville will open February 6. Sessions will be 
held every Thursday evening until May 21. The semester will 
be devoted to a study of the principles of freight traffic. At 
the first session there will be a lecture on and discussions of 
various shipping papers. The evenings of February 13, 20 and 
27 will be given over to a study of the freight classification. 
Other subjects to be considered during the semester include 
the principles of rate making, rate construction and tariffs, rail 
and water and intercoastal transportation, switching, reconsign- 
ing and diversion, demurrage, lighterage, claims, transit ar- 
rangements and the relations of the industrial traffic depart- 
ment to industrial organization. 





__The Women’s Traffic Club of San Francisco will hold a 
bridge tea at the Town Club January 25. Edith Johnson Guan- 
ziroli ‘s in charge of the arrangements. 





Franklin Wulff, president, Wulff-Hansen and Company, in- 
vestment and security brokers, will speak on “The Business 
Outlook for 1936,” at a meeting of the Oakland, Cal., Traffic 
Club at the Athens Athletic Club January 21. Mr. Wulff is an 
economist of note whose predictions are based on a close study 
of business cycles. The meeting will witness the installation 
/of the club’s new officers as follows: President, W. J. Cuneo, 
Oakland district manager, Luckenbach Steamship Company; 
vice-president, Frank Chandler, traffic manager, Certainteed 
Products Corporation; secretary, H. G. Cox, assistant traffic 
manager, Durkee’s Famous Foods, Inc.; treasurer, Howard 
Elms, commercial agent, National Carloading Corporation, and 
sergeant at arms, E. C. Garbis, traffic manager, Oliver United 
Filters, Inc. President Cuneo has announced the appointment 
of the following committee chairmen: Athletic, F. J. Salaba; 
auditing and finance, G. D. Cron; constitution and by-laws, 
E. C. Wilcox; entertainment and speakers, L. B. Hughes; edu- 
cational, D. T. Costello; membership, F. V. Perry; picnic, B. J. 
Hegerle; publicity, R. E. Lyman; public relations, T. J. Har- 
crow, Jr.; reception, W. G. Crockett, and welfare, H. P. Moore. 


NORTHWEST BOARD MEETING 

Ralph Budd, president, Chicago, Burlington and Quincy, 
Chicago, will speak at a luncheon to be tendered to the mem- 
bers of the Northwest Shippers’ Advisory Board at the Nicol- 
let Hotel, Minneapolis, January 23, by the Traffic Club of 
Minneapolis. The annual meeting of the board will be held 
at that hotel on that day. A. A. D. Rahn, general chairman, 
will preside. A. F. Nelson will report as chairman of the 
executive committee. There will be reports from the com- 
modity committees and from the individual railroads. L. M. 
Betts, manager, closed car section, car service division, Asso- 
ciation of American Railroads, Washington, D. C., will report 
on the general transportation situation. There will be special 
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KING COTTON’S PORT 
HOUSTON 


Export movement of Cotton from Houston for 
the 1935-1936 season passed the 1,000,000 
bale mark the early part of this week. 





This is the eighth season that Houston has 
maintained the distinction of being the first 
American Port to reach this figure in Cotton 


shipments. 
e® @ @ ® 


Cotton shipments from Houston thus far this 


season have been considerably larger than 


for the same period of the 1934-1935 season, 
when only 674,656 bales were moved from 


here. 
e® © 8 @ 


HOUSTON INTERESTS 
ARE UNITED 
TO BETTER SERVE 
THE REQUIREMENTS 
OF THE 
GREAT SOUTHWEST 


J. RUSSELL WAIT 


Director of the Port 








SHIP THROUGH 


WILMINGTON 





We solicit specific inquiries relating to 
our facilities, our rates and terms. 
Charles H. Gant, Manager 
WILMINGTON MARINE TERMINAL 
Wilmington Delaware 
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IRRIGATION! 


SPECTACULAR —this world’s greatest dam— 
and thousands come to gaze upon it in wonder. 
But in the last analysis the real meaning of 
Boulder Dam is... LOW COST POWER and 
IRRIGATION that extends over a vast area. 


In the “Union Pacific West” other mighty un- 


dertakings have brought and will bring new in- 
dustrial developments and, through irrigation, an 
increase in agricultural yields. These undertakings 
include the Bonneville and Grand Coulee Dams, 
the Platte River and Seminole projects. 


Union Pacific recognizes its responsibility in 
serving this great and rich territory. Its organ- 
ization is keyed up for the expeditious handling 
of shipments; rolling stock is kept in splendid 
condition; deliveries are invariably on time. 


. 
Ship and Travel via Union Pacific 
For service or attention, call on or write to any 
Union Pacific representative, or address 


R. R. MITCHELL, Freight Traffic Manager 
Union Pacific Railroad, Omaha, Nebraska 
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SUBSCRIBE FOR 


THE TRAFFIC BULLETIN 


Here’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Commission and the Shipping Board Bu- 
reau in the current week, enabling you to get copies 
of those that will change your rates, well in advance 
of the effective dates. 


2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees use its columns to give public notice of 
all proposals received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads and the steamship lines 
must file short notice applications with the Commis- 
sion and the Shipping Board Bureau, respectively. 
These applications are printed in THE TRAFFIC 
‘BULLETIN as they are filed in Washington along 
with the list of “Permissions” (short notice changes 
which are allowed by the two regulatory bodies). 
Information of this kind, received in advance of a 
change in one single instance, may save you more 
than the cost of a full year’s subscription. 


4. Advance Information of Classification 
Changes 


Subscribers to THE TRAFFIC BULLETIN receive 
free of charge the quarterly dockets of the Consoli- 
dated Classification Committee, listing the changes 
currently proposed. 


5. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned by the Com- 
mission and the Shipping Board Bureau, express 
tariffs, and steamship sailings. 


a The same kind of information with respect to 
* truck transportation as soon as the new motor 
carrier regulation law becomes effective. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$5.00 for a trial three months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 


Vol. LVII, No. 3 


reports on freight claim prevention by O. W. Galloway and 
on simplification of tariffs by F. B. Townsend. H. W. Wise 
will report for the freight station section of the A. A. R., and 
J. J. Haydon as district manager of the car service division. 
New officers will be elected. F. B. Scheunemann is chairman 
of the nominating committee. 


Docket of the Commission 


NOTE—iItems in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appeaf. Current cancel. 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


January 20—Washington, D. C.—Argument! 
Fourth Section Application 15834—Automobiles and chassis from 
points in Michigan to Chicago, Ill. 
26720 and Sub. No. 1—W. H. Bintz Co. et al. vs. A. & 5S. et al. 
Finance No. 10616—A. T. & S. F. abandonment. 
January 20—San Francisco, Calif.—Merchants Exchange, Room 237— 
Examiner Griffin: 


27196, 27156, 27158, 27157—Crown Williamette Paper Co. vs. S. P. 
et al. 


January 20—Johnson City, Tenn.—Federal Bldg.—Railroad and Public 
Utilities Commission of Tennessee: 

Finance No. 10954—Application of Southern Railway Co. for a cer. 
tificate of public convenience and necessity permitting abandon- 
ment of its Embreeville branch extending from Embreeville June- 
tion to Embreeville, Tenn. 

January 20—Jacksonville, Fla.—Mayflower Hotel—Examiner Smith: 

Fourth Section Application No. 16062—Coffee from New Orleans, 
La.—Filed by J. E. Tilford and Roy Pope. 


January 20—New York, N. Y.—Pennsylvania Hotel—Examiner Ma- 
comber: 


1. & S. 4164—Fresh fish packed in ice in official territory. 
January 20—Jamestown, N. Y.—Federal Bldg.—Examiner R. R. Molster: 


Finance No. 10564—J. W. & N. R. R. abandonment. 
Finance No. 10574—Erie R. R. acquisition. 


January 21—Washington, D. C.—Examiner W. J. Harris: 
Fourth Section Application No. 14654—Transcontinental rates—Filed 
by H. G. Toll. 
January 21—Washington, D. C.—Argument: 
26930—-M. Fine & Sons Manufacturing Co., Inc., vs. B. & M. et al. 
January 21—Savannah, Ga.—U. S. Court Rooms—Examiner Smith: 
27208—Hendrix Mill & Lumber Co. et al. vs. S. A 
January 21—Chicago, Ill.—Hotel Sherman—Examiner Armes: 
27212—-Eastern Foundry Co. vs. C. R. R. of N. J. et al. 
January 21—Washington, D. C.: 
23279 and Subs. 1 and 2—Joseph Denunzio Fruit Co. et al. vs. A. T. 
& S. F. et al. 
January 22—Washington, D. C.—Argument: 
26736—Atlantic Coast Line Railroad Co. vs. Cape Fear Railways, 
Inc. 
27000—General Motors Corporation vs. Alton et al. 


January 22—Washington, D. C.—Examiner Curtis: 


27175—L. D. Hood, trading as Blue Ridge Coal Co. et al., vs. N. & 
W. et al. 


January 22—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner Smith: 
Fourth Section Application No. 16065—Fertilizers and fertilizer ma- 


terials from Panama City and Bay Harbor, Fla.—Filed by J. E. 
Tilford. 


January 22—San Francisco—Merchants’ Exchange—Examiner Griffin: 

27143—Port Orford Cedar Products Co. et al. vs. A. & B. B. et al. 

January 22—Washington, D. C.—Examiner Schutrumpf: 

* Finance No. 11032—Application of Washington & Old Dominion for 
authority to acquire and operate line in Arlington county, Va. 

* Finance No. 11061—Application of Washington & Old Dominion for 
an order authorizing the operation, under lease, of the line of 
the Southern extending from Alexandria to Bluemont, Va. 

January 23—Sherman Hotel—Chicago—Examiner Armes: 

27224—-Swift & Co. et al. vs. N. Y. C. et al. 
27194—-New York Butchers’ Dressed Meat Co. vs. L. & N. et al. 


January 23—Atlanta, Ga.—Hotel Atlanta Biltmore—Examiner Smith: 
1. & S. 4139 and 1st and 2nd supplemental ordérs—Soapstone and 
tale from and to southern points. 
January 23—Washington, D. C.—Oral argument: 
27015—Emergency freight charges in Minhesota. 


January 23—Washington, D. C.—Examiner Way: 


Fourth Section Application No. 16117—Milk from points in New York 
to Weehawken, N. J.—Filed by W. S. Curlett. 


January 23—Syracuse, N. Y.—U. S. Court Rooms—Examiner R. RB. 
Molster: 
Finance No. 11023—Application of West Shore Railroad Co. for per 
mission to abandon part of its Chenango branch in Madison county, 
N. Y., and of the New York Central for permission to abandon 
operation thereover, 
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the typist 
is replaced 


Old style, cumbersome tariff files impede the smooth, 
efficient operation of the traffic department and that increases 
the department's cost. 


When we tell you that Automatic Tariff Files make filing 


easier and quicker we can prove it. Automatic exclusive. 


features prevent jammed tariffs, torn tariffs. They make the 
finding of a tariff, or its place in refiling, the work of an instant. 
They give you 20% more capacity per square foot of floor 
space. And Automatic Tariff Files cost no more than 
ordinary files. 


You are going te add to your filing equipment, perhaps 
replace some of it; give us a chance to prove these statements. 
Just drop us a line for the bulletin which tells of these features 
in detail. 

Traffic Department 


AUTOMATIC FILE & INDEX COMPANY 


629 W. Washington Blvd. Chicago, Ill. 
a 


The typewriter 
that slows up 
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C.O.D. 


FOR INCREASED SALES 


Railway Express C.O.D. service is just the thing for those 
last minute sales. Don’t wait to quibble about credit or 
terms. No need to run the risk of lost sales while you check 
up. Railway Express C.O.D. service enables you to sell your 
prospect on a cash basis. It eliminates all complications and 
opens up limitless opportunities to do business with organiza- 
tions and individuals whose financial standings are not known 
to you. Railway Express’ reputation for quick deliveries 
and prompt service enables shipper and consignee to keep 
shipments moving. 


RAILWAY EXPRESS 


AGENCY INC, 


NATION-WIDE RAIL-AIR SERVICE 





REVOLUTIONARY REDUCTION 


IN AIR FARES: 


UNIVERSAL AIR SCRIP 


FY on any of the 20 leading air lines at rates 

which are generally no higher (and in many 
cases lower) than surface travel! Now you can 
make real savings by flying. The speed and con- 
venience of air ‘travel without a premium. No 
extras! No tips! 


UNIVERSAL AIR SCRIP 


makes this history-making fare reduction now 

possible. It is available in two forms. 

1 GROUP TRAVEL PLAN offers companies a 15% reduction 
® on all one-way tickets which means a 5% saving on 

round trips in addition to the usual 10%. Convenient Air 


Travel Cards issued to designated representatives under 
this plan are acceptable on all leading air lines. 


SCRIP BOOKS also offer the same 15% reduction and may 
s be used to secure tickets for others as well as yourself. 


Both these plans are available on any of 20 leading air lines! 
e® e ® 


You do not have to make return trips by the same route or 
even the same air line! ae 


Universal Air Scrip can be bought at any air line ticket office. 


TRAVEL BY AIR with AIR SCRIP 
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Merehandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


:;CROOKS TERMINAL WAREHOUSES: 
= Storage and Distributing of Merchandise of Every Description ; 


QUAKER LINE 
CALIFORNIA EASTERN LINE 


Coast to Coast Services 


Atew. oy ta dee ty meee yy Pee ~~ 


a 


Sen Diego, Los Angeles, Sen Francisco, Oakland, Stockton, Secramento, 
Portland, Seattle and T Seattle and Tecoma 


DAWNIC STEAMSHIP CORP. 


General Eastern Agents 
17 Battery Place, New York 
Albeny—D & H Building Chicago—327 S. LaSalle St. 
Philedeiphie—The Bourse b 
Norfolk—111 E. Plume Street 
Baltimore—Keyser Building 


Boston—33 Broad Street Secknoaville? O. Box 1866 


Southern Steamship Company 


(Pioneer Steamship Line to Houston ) 


OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Pa.; Norfolk, Va., 


and Houston, Texas 


SAILINGS: 
From Philadelphia ....... Wednesdays and Saturdays 


From Norfolk to Houston .............. Thursdays 
From Houston to Philadelphia . Mondays and ae 
From Houston to Norfolk............... Mondays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


TRAFFIC MANAGERS 


T. J. McLAUGHLIN Traffic 
and Other Transportation Agencies. 


TRAFFIC COUNSELOR 
Interstate Cemmerce and State Commission Cases and 
and Statistical Analyses Commerce 
815 Mills Bidg. 
Statistical HENRY J. SAUNDERS 
an d Consulting Engineer, Statistical and 
Studies of Operating Costs and Traffic. 
Accounting and Statistical Matters. 
Analyses 644 Transpertation Bidg. Washington, D. C. 


Rail and Truck Cests 
WASHINGTON, D. C. Specialists 
Accounting Analyst. 
Cost Valuation of Railroads 


The Traffic World 


Vol. LVII, No. 3 


January 24—Camden, N. J.—U. S. Court Rooms—Examiner R. R. Mols- 
ter: 

Finance No. 10971—Application of the Delaware River Ferry Co. for 
permission to abandon use and operation of its ferries and other 
facilities by or in connection with any railroad. 

January 24—Chicago, Ill.—Sherman Hotel—Examiner Armes: 

27250—Blackstrap molasses from Gulf ports to Peoria, III. 

January 24—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner Smith: 

Fourth Section Application No. 16070—Cement from the south to 
Miami, Fla.—Filed by J. E. Tilford and Roy Pope. 

January 24—Portland, Ore.—Portland Hotel—Examiner Griffin: 
27217—Balfour, Guthrie & Co., Ltd., et al. vs. C. M. St. P. & P. et al. 
January 24—Washington, D. C.—Examiner L. Way: 

Fourth Section Application 16132—Sugar, beet or cane, from New 
York, N. Y., New York Harbor Lighterage Stations, Edgewater, 
N. J., Port Newark, N. J., and Weehawken, N. J., to Fulton, N. Y. 

Fourth Section Application 16133—Cocoa butter from New York, N, 
Y., New York Harbor Lighterage Stations, Edgewater, N. J., Port 
Newark, N. J., and Weehawken, N. J., to Fulton, N. Y. 

January 25—Chicago, Ill.—Hotel Sherman—Examiner Armes: 
27103—Joslyn Mfg. & Supply Co. vs. Chicago Junction Railway et al. 
January 25—Camden, N. J.—U. S. Court Rooms—Examiner R. R,. 
Molster: 

Finance No. 10999—Application of the Tuckerton Railroad Co. for 
permission to abandon its entire line of railroad in Ocean county, 
N. J 

January 27—Wenatchee, Wash.—Federal Bldg.—Examiner Griffin: 
24981—Biles-Coleman Lumber Co. vs. C. & N. W. et al. 
January 27—Chicago, Ill.—Hotel Sherman—Examiner Armes: 
1. & S. 4165—Fine coal from Duluth, etc., to Wisconsin points. 
January 27—Washington, D. C.—Examiner C. A. Bernhard: 
Fourth Section Application No. 16008—Feldspar from North Carolina 
—Filed by J. E. Tilford. 
January 27—Washington, D. C.—Examiner Schutrumpf: 
* Finance No. 11036—Application of the C. B. & Q. for authority to 
purchase certain tracks and properties owned by the Green Bay 
& Western in the city of La Crosse, Wis. 
January 28—Washington, D. C.—Examiner Curtis: 
26648—National Utilization Corporation vs. Erie et al. 
January 28—Washington, D. C.—Examiner Boyden: 
Finance Docket 9918—Missouri Pacific reorganization. 
January 29—Washington, D. C.—Examiner G. L. Shinn: 

Fourth Section Application 16090—Naval stores from south Atlantic 
ports. 

January 30—Salt Lake City, Utah—Hotel Utah—Examiner Griffin: 

27133—J. C. Penney Co., Inc., vs. B. A. & P. et al. 

January 30—Washington, D. C.—Examiner W. J. Harris: 

Fourth Section Appl. 16057—-Commodities from and to southern ter- 

ritory. 

January 30—Louisville, Ky.—Brown Hotel—Director Bartel: 

* Ex Parte No. 104, part !!—Terminal services, practices of carriers 
affecting operating revenues or expenses. 


January 31—Salt Lake City, Utah—Hotel Utah—Examiner Griffin: 
1. & S. 4161—Various commodities between Pacific coast points. 


January 31—Washington, D. C.—Examiner G. L. Shinn: 
Fourth Section Appl. 16144—Refined sulphur from Barba, La., and 
points in Texas to Marinette, Wis., and points in Michigan. 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 
Successer to Keene & Ames 


Formerly Atterney and Examiner 
Interstate Commerce Commissien 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel and Attorney 


Southern Building 


WASHINGTON, D. C. 
Oklahoma City Office, Terminal Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 
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Traffic Management 
Home-Study 


made interesting and practical thru problem method 


OU know as well as we do that 

\ Trafic Management TODAY is 

one of the important depart- 
ments of business—that it is a pro- 
fession offering unusual opportu- 
nities to the man qualified to accept 
them. You know also that it is a 
growing and dignified field of work, 
paying many men three, five and 
seven thousand dollars a year and 
more. 

The only question is—just how 
practical is it for you to train your- 
self adequately in Traffic Manage- 
ment through home-study? 

And the answer lies in the LaSalle 
Problem Method. 

For this modern plan of training 
not only makes Traffic Management 
study at home thoroughly practical 
but makes it interesting as well. 

And here’s how: 


You Learn by Doing 


Suppose it were your privilege every day 
to sit in conference with the traffic man- 
ager of your company or with a successful 
commerce __ practitioner. Suppose every 
day he were to lay before you in system- 
atic order the various problems he is 
compelled to solve, and were to explain 
to you the principles by which he solves 
them. Suppose that one by one you were 
to work those problems out—returning 
to him every day for counsel and assistance— 


Granted that privilege, surely your ad- 
vancement would be faster by far than 
that of the man who is compelled to pick 
up his knowledge by study of theory alone. 


Under the LaSalle Problem Method you 
pursue, to all intents and purposes, that 
identical plan. You advance by solving 
problems. 

Only—instead of having at your com- 
mand the counsel of a single individual— 
one traffic expert—you have back of you 
the organized experience of the largest 
business training institution in the world, 
the authoritative findings of scores of able 
traffic executives, the actual procedure of 
successful practitioners. 


Thus—instead of fumbling and blun- 
dering—you are coached in the solving 


of the very problems you must face in the 
higher traffic positions. Step by step, you 
work them out for yourself—until, at the 
end of your training, you have the kind of 
ability and experience for which business 
is willing and glad to pay real money— 
just as it was glad to pay these men.* 


Five Men Who Tested and 
Proved It for You 


For instance, there was the New England 
traffic clerk—with two years’ experience— 
whom LaSalle Traffic Management helped 
move up to Traffic Manager and to a 
salary increase of more than 100 per cent. 


There was the railroad clerk in Ohio 
who, through LaSalle training, became 
Traffic Manager of a great organization 
with a salary many times his highest ex- 
pectation as a clerk. 


And another railroad clerk—this time in 
the East—who was earning $55 a month and 
now has an income of more than $10,000 a 
year as head of his own traffic bureau. 


Another man—this one already a suc- 
cessful, experienced traffic manager—with 
the help of his LaSalle training cut his 
firm’s freight costs from four per cent of 
gross sales to two per cent—on a sales 
volume running inte millions—and his 
salary was more than doubled. 


A fifth man—an assistant purchasing 
agent—seeing the need of a traffic depart- 
ment for his firm, took LaSalle Traffic 


le 


(@: — ° 


Send for 
This Book > 


*Names and addresses given on request 


LaSalle Extension University 


LASALLE EXTENSION UNIVERSITY, Dept. 195-TR, Chicago, IIl. 

Please send me, free of all cost or obligation, your 64-page illustrated book, “The World 
of Transportation Could Not Operate Profitably Without Traffic Management,” and the facts 
about your training for success in that field. 







Management training and sold the firm 
on the value of creating such a depart- 
ment. The new department promptly pro- 
ceeded to save money for the firm—as 
high as $50,000 a year—and the new 
manager was rewarded accordingly. To- 
day he is Director of Traffic and Assistant 
to the General Works Manager—with sev- 


eral traffic men under his direction. 


LaSalle-Trained Traffic Men 
Everywhere 


LaSalle traffic men are found wherever 
traffic men find a field for their services. 
They are in important positions, from the 
Atlantic to the Pacific and from Mexico 
to Canada. They are serving commercial 
and industrial organizations, both large 
and small; railroads and other transporta- 
tion companies; chambers of commerce; 
trade associations and state and federal 
commissions. They are officers and active 
members of traffic clubs and _ national 
traffic organizations, and registered prac- 
titioners before the Interstate Commerce 
Commission. LaSalle-trained traffic men 
are successful traffic men, occupying posi- 
tions of importance, participating daily 
in the handling and settlement of difficult 
traffic and transportation problems—and 
they are being paid accordingly. 

The statement has been made by one 
authority, “No other educational institution 
has contributed so much to the upbuilding 
of the traffic profession as has LaSalle. That 
the traffic manager has advanced frem # 
‘job’ to a ‘profession’ may be credited, in 
large part, to the broad gauge training thou- 
sands of traffic men have received from this 
single source.” 

And knowing these facts, ask yourself 
if there can be any further question about 
the practicability of this training for you 
—ask rather if the real question is not about 
the size of your own ambition and the 
quality of your determination. 

For Traffic Management is no a 
wand for the lazy or the fearful or the 
quitter—it offers success only to the alert 
adult who has the courage to face 
facts and the will te carry on till the job 
is done. 

If you are that individual, the coupon 
below, filled out and mailed, will bring 
you free the information that can open up 
to you the future of which you have 
dreamed—ability and income and success 


Is it not worth getting that information? 
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